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OLDSMOBILE _Announces... 


™ SS liebe 





with the exhilarating new 





Sports-car dash! High-performance, all-new alu- 
minum Rockette V-8 Engine delivers 185 h.p. and 
230 Ib.-ft. of torque! It features 10.25-to-1 com- 
pression ratio, a new high-capacity manifold to 


= 


ROCKETTE [185] Engine ? improve engine breathing, four-barrel carburetion 


and dual outlet exhausts to increase top-range re- 
sponsiveness. High-torque Cutlass rear axle with 
3.36-to-1 ratio makes the most of Rockette power. 
All standard equipment, of course! 
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Above: F-85 Cutlass Sports Coupe. Also available: new F-85 Club Coupe . . . lowest-priced Oldsmobile of all! 


ITS THE WORLD'S SMARTEST SPORTS COUPE! 


Sperts-car dazzle! Wide-opening doors—padded and covered 
with richly-pleated Morocceen—invite you inside. Up front, foam- 
cushioned bucket seats . . . standard at no extra cost . . . combine 
contoured comfort with distinctive, sports-car styling! In the rear, a 
full deluxe-cushioned seat adds plenty of room for the entire family. 
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Ina class by itself! Oldsmobile announces an advanced 
model—styled and powered to be the sportiest of the 
smaller cars! Slide inside this fiery new glamour coupe 
and see how its 185-h.p. aluminum Rockette V-8 
powers you into action ... with four-barrel carburetion, 
dual outlet exhausts, and high-torque rear axle! Lean 
back in comfortable bucket seats . . . enjoy a thrilling 
new sense of command in the tight-turning, easy- 
handling F-85 Cutlass Sports Coupe! You can be 
among the first to try this new, action-packed F-85 
Cutlass at your Oldsmobile Quality Dealer’s! 


OLDSMOBILE DIVISION, GENERAL MOTORS CORPORATION 


Every inch an 


OLDSNMNOBILE 
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Survey shows: People who know cars 
know aluminum, prefer aluminum 


When you car enthusiasts speak, 
Detroit listens. And, as you prob- 
ably know, your ideas, your 
opinions, and your preferences 
have a great influence on Ameri- 
can car design. 

That’s why ears are perking up 
all over Detroit with the 
announcement of a recent survey 
among the readers of MOTOR 
TREND, MOTOR LIFE, and 
HOT ROD magazines. The 
results of that survey are most 
gratifying to the designers and 
builders of our automobiles. As 
far as you car experts are con- 
cerned, Detroit is definitely on 
the right track—with aluminum. 


Every automobile owner knows 
that for the past 15 years or so, 
more and more aluminum has 
gone into the new cars. Each 
year’s models show more alumi- 
num in more parts, and automo- 
tive experts predict the trend will 
grow at an even more rapid rate. 
Here’s what this trend looks like: 
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Watch Reynolds TV show 
“Harrigan & Son”, Fridays—ABC-TV 









Aluminum Preferred 


So, with such a trend and outlook, 
it’s not surprising that you car 
‘critics’? would be asked for your 
opinions on aluminum—as it 
stacks up against other metals for 
various components. In the sur- 
vey just completed, close to 1,000 
subscribers to automotive maga- 
zines stated their preference for 
materials in various parts: grilles, 
engines, and wheels. 

Aluminum was the preferred 
material for these parts, by a wide 
margin. 

Here are the facts: 


Among the readers of 
HOT ROD magazine, 


69.9% preferred aluminum 
for grilles 

73.4% preferred aluminum 
for engines 

53.5% preferred aluminum 
for wheels 


Among the readers of 
MOTOR TREND, 


69.1% preferred aluminum 
for grilles 

63.9% preferred aluminum 
for engines 

43.4% preferred aluminum 
for wheels 


Among the readers of 
MOTOR LIFE, 


66.1% preferred aluminum 
for grilles 

68.4% preferred aluminum 
for engines 

50.3% preferred aluminum 
for wheels 


Aluminum’s Advantages 
Are No Secret 


The survey revealed, too, that car 
enthusiasts not only know what 
they want in automotive engi- 
neering, they know why. For in- 
stance, almost all of those who 
preferred aluminum for grilles 
said they did so because of alu- 
minum’s light weight and non- 
rusting properties. 

They liked aluminum for 
engines because it shaves dead 
weight, because it cools faster and 
more evenly, and because it offers 
better horsepower-to-weight ratio. 


And their reasons for preferring 
aluminum for wheels: light weight, 
better cooling for brake drums, 
and strength. 


Naturally, Reynolds Metals 
Company is pleased with the re- 
sults of this study, but we feel that 
the automotive industry—and 
you automotive critics, as well— 
should be gratified, too. 


This study shows what your 
preferences are; Detroit’s trend 
toward more aluminum shows 
your preferences are being listened 
to. This means you can look for- 
ward to more quality, more last- 
ing value, better performance in 
the cars you buy. 


Reynolds is proud of its role as 
the leading developer and supplier 
of aluminum for automobiles. 
Reynolds Metals Company, P. O. 
Box 2346-MP, Richmond 18, Va. 


REYNOLDS 
ALUMINUM 
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RIUMPH 


Thrill to the smooth surging 

power of a ’61 Triumph! Reach 
a new high in real motoring ex- 
citement, ’cycling satisfaction! 

Never before in motoring his- 
tory has the connoisseur of fine- 
engineered, precision-built 
machinery seen such a compact 
package of pulsing power mounted 
in frame or chassis . . . two-wheel 
or four! 

Tops in speed, stamina and 
roadability, new ’61 world-famous 
Triumph models are ushering in 
a new era of ’cycling excitement! 

Road and competition models 
of unsurpassed maneuverability, 
power and all-around perform- 
ance are among the new Triumphs 
for 1961. Write for detailed me- 
chanical specs. See your Triumph 
dealer for FREE demonstration 
ride! 

GET FREE FULL-COLOR, FULL-LINE 1961 CATALOG 
Mail this coupon to nearest address 

















In the West: In the East: 

~ TRUMP 

Corperenen 
Towson, Baltimore 4 
Maryland 

4 Please send FREE full-color, full-line 1961 Triumph % 
4 Catalog to: ‘ 
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Bivd., Los Angeles 28. Detroit office — 3337 Book 
Bidg., Detroit 26. Phone WOodward 3-8245. Ch'cago 


office — 360 N. Michigan Ave., Chicago 1. Phone 
FRanklin 2-6067. Cleveland office — 1405 E. 6th St., 
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x vlimstong Rhine Flex Fires 


Wee even Cane Meten Mien Dee themes lowe bee Feemcem Coie! 


S 


Cty ROAD HAZARD 
GUARANTEE 
VALID FOR AS LONG 


AS YOU OWN THIS TIRE 
THE ARMSTRONG RUBBER COMPANY 








GUARANTEED AS LONG 


Armstrong Tires are guaranteed, 
not for 18 or 24 or 36 months, but 
as long as you own them! (Ad- 
justment is based on used tread 
depth and Armstrong’s printed 
adjustment prices in effect at 
time of replacement.) 


if you don't know tires, know your tire dealer. Armstrong 
dealers back their tires with a guarantee that never expires! 


AS YOU OWN THEM! 


Get the life-saving protection of Safety Discs - 
—and the guarantee that never expires 


only with Armstrong Tires! 


Put miles on them! Put years on them! Armstrong Tires ar 


e fully covered by the 


Road Hazard Guarantee. It has no time limit, no mileage limit. It is honored by every 
Armstrong dealer in the U.S.A.! So get Armstrong Safety Disc Tires — they grip 


the road to stop deadly skids as no other tires can! Yet they 
cost no more than ordinary tires! Visit your nearest author- 
ized Armstrong dealer — he’s listed in the Yellow Pages. 


$ 4g (6.70x15) 
AS plus tax 
and your 
Low recappable 
AS tire 


ARMSTRONG RUBBER COMPANY Home Office, West Haven, Connecticut 
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The BIG event of the drag racing calendar 
takes place at INDIANAPOLIS this year, 
at the world’s auto racing capital. It’s the 
7th annual National Championship Drag 
Races, presented by National Hot Rod 
Association, the sport’s official sanction- 
ing body. 


GET SET... 


SIF Pn 


As usual, the Nationals will feature the 
absolute best in drag racing, with top 
drivers and the hottest cars from all parts 
of the country in competition. As an extra 
bonus, the Nationals will mark the grand 
finale of the official 1961 points season, 
with the new World Champion crowned 
and the sport’s Top Ten determined. 








Facilities and accommodations for fans 
and contestants will be superior to any 
ever seen at a previous Nationals event. 
Four big days of racing will make this the 
essence of Ingenuity In Action! So make 
your plans early and get ready for the 


1961 BIG GO 


NATIONAL CHAMPIONSHIP 
DRAG RACES 


INDIANAPOLIS RACEWAY PARK 


West of Indianapolis on Route 136 


SEPT 1,2,3,&4 
Labor Day weekend 
PRESENTED BY NATIONAL HOT ROD ASSOCIATION 
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By Don Werner 





EDITOR’S REPORT 





wu THE BUYER’S GUIDE in this issue is based on the conclusions formed during 
testing of all the 1961 makes of domestic cars, it is not the end of our road 
work on the current models. 

In the next month’s issue, for instance, the MT staff returns to the Ford and 
Chevrolet with another road test report, this one involving a direct comparison 
that covers both the Sixes and the V-8’s. The same issue also will carry a complete 
analysis of the standard station wagon class. 

Other early test reports will be a group analysis of the new bus-type Corvair 
Greenbrier and Falcon Econoline together with the VW bus that pioneered this 
category, reports on several of the new versions of the compacts and, of course, 
coverage of the Corvette, as well as some of the new light pickups. 

In coverage of cars, MT draws no line between domestics or imports. Where a 
car is made is really incidental, and the general policy is to view them all as our 
“common” buyers market. From the announcement patterns followed by the car 
makers themselves, however, certain seasons occur in MT. Right now, for instance, 
as road testing of the current domestic models goes into its final stages, the 
coverage of imports increases. Coming up are road test reports on Mercedes, 
Jaguar, Volvo, Austin-Healey and several others. 

The next couple of issues of MT, as has become traditional for this time 
of year, will line up on one of the major annual topics — what's ahead in cars. 
There is more to be reported on this subject than ever before. Detroit, quite 
literally, is in the agony of adjustment —a complete and total realignment of 
its car designing. The past year was a big one for all-new cars and a flock of 
hybrids. Next year will be even bigger. And the year after that and the year 
after that. There will be more new engines, more new sizes of cars, more new 
ideas in the next three years than there have been in the past 16. And that is a 
conservative estimate. There will be a big start on the preview next month. 


An unusual item of news has come from the Tidewater Oil Company. It plans 
to offer at its Flying A service stations a coin-machine system of travel insurance 
for motorists. The coverage will be $7500 for one week for $1. The plan is 
similar to the kind available at airline terminals. 

This sounds like a pretty good idea and one that other oil companies may 
very well pick up and use. But it also no doubt will remind many drivers who 
have heard the Shelley Berman record album of the “coffee, tea or milk?” routine 
he does on air travel. Berman feels, when walking into an airline terminal and 
seeing all the insurance sold, that “someone thinks you’re not going to get there.” 


The sudden rush by car makers to offer bucket seats in special versions of 
their cars, particularly the compacts, has prompted a number of MT readers to 
ask about the real merits of such seats. In the first place, nearly all of the new 
seats are not really buckets, but are actually the semi-bucket type. The true bucket 
seat, as found in sports cars, does offer a high degree of comfort and seating 
stability. To some extent, the same advantages will be found in the semi-buckets 
of the compacts. But in the main the bucket seats can be put down along with 
tail fins, phony wire wheels, continental tire kits and other similar items as 
devices that may have some functional value but are largely popular as extensions 
of car styling. The bucket seats, as was said, have some advantages, but they 
also have their limitations, and for many drivers a bench seat may be the best 
answer. In all probability, the bucket seat business, except for a few cars like the 
Corvair Monza and the Thunderbird, will gradually fade away. /Mt 
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On April 12, 1960—a hushed 

crowd of 4000 spectators at the 

VA LV () | N Alton, Illinois Dragways suddenly burst 

into an ear-splitting roar as Chris 

} Karamesines snapped the 195 mph 
HELPED 46 7 wth 

peal world speed record by guiding his 

a “Chizler” dragster to a finish of 204.5 

mph from a standing start! Powered ‘ 

with a fuel mix of 85% nitro and 15% 

g alcohol, his big 1000 horsepower engine 

d was lubricated throughout that 

d gruelling run with world-famous 
n Ml. [> hile Valvoline—the only motor oil with 
: miracle CHEMALOY. Where one 








| 
r engine miss could have lost the 
g record for Chris Karamesines . . . 
, Valvoline with CHEMALOY helped keep 
1 that burning-hot, 1000 
horsepower engine going at 


peak performance safely, flawlessly! 
Whether for quick cold-engine starts or 
fast hot-engine driving—start getting 
champion performance from your 

engine with the motor oil of the 
champions: Valvoline with miracle 
CHEMALOY . . . ask for it at better 
service stations, garages and speed shops! 
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Fireball Roberts, leading Junior Johnson, roars to victory in the : 
first 100-mile Grand National race. Roberts and Johnson (last 
year’s Daytona ‘‘500” winner), both ran on Champion spark plugs. 








Quick pit work is a must in a long 


race. Here Bob Welborn’s crew Joe Weatherly set a new record of 
gives him a fast fueling and tire 152.671 mph (Champion-sparked) 
inspection during the big “500.” to win the second 100-mile Grand 


National. Microphone is for 2-way 
radio communication with pit crew. 
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That’s how it feels to drive a big 
stocker flat-out at Daytona, 
| according to one top driver. Here 
| are some highlights and insights 
; on Daytona Speed Weeks... 
an event that saw Champion- 
sparked cars sweep every 
late-model stock car race... 


‘‘When you’re running 155 mph, you’re almost 
floating on air. The controls are real sensitive. 
Just suggest turning the wheel—and you go 
that way. Or maybe the car gets up in the air 
a little bit and won’t turn at all. You always 
make a move without knowing exactly what 
is going to happen.” That’s what it’s like to 
drive the Daytona Speedway, world’s fastest 
track—according to Fireball Roberts, who set 
a new 10-mile qualification record of 155.709 
mph. (He drove his Champion-sparked Pontiac 
flat-out even through the turns on that run.) 

And what’s it like in the garage area, in 
those all-important preparation days? One 
thing you notice is noise—the common denomi- 
nator of all auto racing. The sounds of speed 
and power . . . the rough machine-gun idle of 


Marvin Panch and ace mechanic Smokey Yunick (in his 
traditional black hat) plan strategy while waiting to line up 
for race. Panch drove his Champion-sparked stocker to a 
new world’s record for continuous 500-mile races, averag- 
ing 149.601 mph to win the Daytona ‘‘500.” 































In the garage area, Champion Racing Engineers Dick Jones and 
Art Lamey check plugs on Banjo Matthew’s Ford. Banjo led 
early in the “500,” and was running a hot second near the finish 
when another car collided with his, forcing him out of the race 
moments before leader Fireball Roberts went out. 


high-speed cams . . . the lionlike roar of a 
suddenly accelerated engine . . . and the angry 
growl of unmuffled mills, rising and falling as 
cars speed around the track. 

Amid the noise is concentration. Highly 
skilled mechanics carefully study the results 
of every tiny adjustment .. . consulting with 
Champion racing engineers to read the reports 
“written” on the business ends of their 
Champion spark plugs. (A plug check tells a 
trained eye many things about engine per- 
formance.) And Champion spark plugs are 
unexcelled as producers of power, too. Daytona 
proved it again. Champion-sparked cars 
finished 1-2-3 in every Grand National race 
for late-model stock cars. 


Champion Racing 
Engineer Bradley 
Dennis (left) helps 
Nelson Stacy check 
plugs on his Ford. 
Stacy was 1960 
MARC stock car 
champion. 





DEPENDABLE 


SPARK PLUGS 





CHAMPION SPARK PLUG COMPANY e TOLEDO 1, OHIO 
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Now You Can Get 


—Collinite Wax 


.-- choice of the Pro’s 








Bake it in the sun. Slam it through dust, mud, sleet, salt, alkali. 
Collinite keeps its first-day glow, even after repeated washings. No 
wonder it has been the favored wax of professionals for fifteen years. 


Coilinite produces a deep, high lustre with unusually tough, hard-wax pro- 
tection. Goes on faster, with less ‘elbow grease.’ Lasts longer—retains a 
clear, gem-like, color-true brilliance. Fine on import and special finishes. 







Collinite Waxes are now stocked at many speed shops 
and dealers. If your local dealer cannot supply you, have 
him write us. Or, send your check or money order to 
Collinite Chemical Co., Dept. MT, Utica 4, New York. 





Collinite Prewax Cleaner (liquid 1-pint can) $1.25 
Collinite Chrome Wax—cemoves, prevents rust (8-0z. can) 1.15 


Collinite Doublecoat Wax (paste, 7-0z. can) 2.50 
Postage Prepaid 





REMOVABLE HARD TOPS 





& DOUBLE SLIDING SIDE PANELS 





A. Healey thru 61 





Double sliding 


Corvette top MGA thru 61 
side panel available for all models 
A/H Sprite ...... $54.70 WUE: 5 vccnccci $76.43 Top and sliding side panel units available for the 
SPRITE, MGA, TRIUMPH, MG-TD and TF, JAGUAR, 
POTEERe ......04. $54.70 Jaguar .......... $76.43 PORSCHE and AUSTIN-HEALEY thru 56 at unit price. 
Tops not requiring side panels available for the 
oe A meses a ROP 8 $76.43 JAGUAR XK-150. AUSTIN-HEALEY 57-61, ALFA ROMEO, 
MGA ..... $61.02 ALPINE SUNBEAM, FIAT, THUNDERBIRD, and al) 
ly ete : other sports cars. 
. GUARANTEED FIT, and all weather protection. Prompt 
Protective PANS) COVOE oo i... ccccnccecsccceds $ 8.00 deliveries. 





SPECIFY MODEL AND YEAR OF CAR when writing for free brochure, on tops or panels. 
50% on order — Balance C.O.D. 
Dealers Inquiries Invited 
Write for our new prices and designs for 1961. 


PLASTIC DYNAMICS SALES CORPORATION 












Engineers & designers of reinforced plastics 
432 E. Weber Ave., Compton 2, California 





NE 6-4460 








Letters 


BEST MILEAGE REFERENCE 


The Mobilgas Economy Run is of 
little value to the consumer, because 
no average driver drives like the Run 
drivers. 

If I am interested in the best gas mile- 
age obtainable from a particular auto- 
mobile, I would rather refer to MOTOR 
TREND’s road tests. 

I recall one of your tests in particular. 
You road tested a 1955 Oldsmobile 
Super 88, and aside from pointing out 
that the 0-60 speed was 10.6 seconds 
(which was about tops for that year), 
your test indicated your best gas mileage 
as 24 mpg. 

On the basis of your test of the 1955 
Oldsmobile, I went out and bought one. 
I am not a professional driver, but I took 
the car out on a 180-mile stretch of high- 
way and drove that distance carefully, 
keeping economy in mind, in order to 
see what gas mileage I could get. I got 
an average of 22.4 mpg — which was 
pretty good for me, and pretty close to 
your figure. 
Raymond Olsen Greenwood Lake, N.Y. 


PREFER “SLOPPY” FLOOR MATS 


I disagree with the complaint made 
in your Falcon road test (May MT) about 
the “sloppy” rubber floor mat, “typical 
of lower-priced Ford products.” 

In some parts of the country we are 
not completely hard surfaced yet, espe- 
cially in the Midwest farm country. 
Sometimes when we enter our vehicles, 
our feet are muddy. Under these condi- 
tions your GM hair mats fall flat. 

Frankly, I would pay extra to get 
those “sloppy” rubber mats. 
William Wright Adel, Iowa 


PICKUP TESTS 


Why not test the new pickup trucks? 
Many people are buying new pickups, 
and they are equally as important and in- 
teresting to them as new passenger cars. 
Gene Abell Clarkston, Wash. 

Road tests of pickups, buses, and more 
wagons will appear in early issues of 
MOTOR TREND. 


HERE WE GO AGAIN! 


In your May issue I read Mr. Milne’s 
statement that a Corvette is “America’s 
fastest production car.” Also, Mr. Gentile 
states that “A Corvette with any of its 
engines can take a Ford hands down!” 

I disagree with both statements. A 
375- or 401-hp Ford with one of a full 
dozen available gear ratios, from 3.40 
to 5.83, will outrun or outdrag a stock 
Corvette. 

A 1961 Ford Starliner broke the track 
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The new Renault Gordini has consistently outperformed every other economy car in major rallyes from the Alps to Africa. / Having 
proven itself over the most gruelling courses in Europe—you can imagine how the Gordini will perform on big city streets or out on 
the highway. / The Gordini’s sports-car-like response comes from a husky, rear-mounted engine that delivers up to 37 m.p.g. and a 
close-coupled, fast-shifting, 4-speed transmission that precisely controls power delivery. Agile steering and independent 4-wheel 
suspension keep the Gordini perfectly poised under the most challenging road conditions. / A unitized body adds strength and dur- 
ability. Wet-type cylinder liners cut engine maintenance costs dramatically. / Though the Renault Gordini performs like a sports car, 
it gives you the convenience of four doors, the luxury of deluxe appointments, the comfort of foam-padded reclining seats, and a 
12 month or 12,000 mile Renault Warranty. / Meet the hottest economy car in America—the Gordini—at your Renault Dealer's. $1596* 


*Suggested List Price, Fully Equipped, P. O. E. East & Guif Coasts 
Since 
1898 


go rain i Competition History—proof of its ruggedness and spectacular performance: Tour de Corse, 1958, 1959, 1960—1st Place / Rallye Neige et 
Glace-Grenoble, January, 1959—1st Place / Ivory Coast Rallye-Abidjan, February, 1959—1st and 2nd Place / Mille Miglia-Brescia, May, 1959—Ist, 2nd, & 3rd Place / Senegal Rallye- 


Dakar, June, 1960—Overall Ist & 2nd Place / French Mobil Economy Run, July, 1960—1st Place. tcomPeTiTION CLASS: UP TO 1000 CC. 
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Do heavy loads make your chariot swing low? 
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| Die your 
Not a mere “helper spring” contrap- 
tion but an entirely new device using 
air and oil, suspension of the future! 
Now you can enjoy extra load sup- 
port when you need it . . . without 
putting up with an unpleasantly harsh 
ride the rest of the time. 

The secret lies in an ingenious use 
of air and oil, which combine to give 
you what we call a “load sensitive” 
ride: light resistance to light loads and 
bumps . . . ever greater resistance as 
the loads and bumps increase. More- 
over, you can easily increase the air 
pressure to handle extreme loads or 
to compensate for sagging springs on 





car atits 


pacst 


one or both sides of your car! 

This means an end to dangerous 
rear end sag and sidesway under heavy 
loads, a safer, more comfortable ride 
under all load and road conditions. 
Isn't that the kind of ride you want? 
Ask your serviceman about Gabriel 
Load-Absorbers for your car...soon! 





re 
THE GABRIEL COMPANY =. 
Cleveland 15, Ohio s 
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| RACE TO YOUR NEWSSTAND TODAY! 75¢ 










THE LATEST IN SPEED 
SECRETS FROM THE 

EDITORS OF 
HOT ROD MAGAZINE 


Speed Secrets that have 
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A Master Reference to provide you with 
scores of ideas you can use now— 


helped to 


set national track and strip records. 
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LETTERS 


continued 


record at the Daytona International 

Speedway, recording 153.335 mph. An- 

other ’61 Ford turned 154.972 in the 

Flying Mile on the beach. The next day 

this same car turned a whopping 159.32. 
Can any stock Corvette match this? 

H. C. Herbst II Chattanooga, Tenn. 


POWERGLIDE AVAILABLE 

I would like to correct the statement 
made in your Corvair road test (May 
MT) that “the higher-powered engine is 
available only with the three- or four- 
speed manual transmission.” 

It is possible to get the Powerglide 
with the 98-hp engine. 


H. T. Rutherford, Jr. Honaker, Va. 


MPG — NOT MPH 

I am confused by the figures appear- 
ing in your “Speed Weeks” report in the 
May issue. It seems funny that the Chevy 
Impala can do no better than nine mph! 
James Prokes Chicago, III. 

This was an unfortunate typographical 
error. The heading at the top of the last 
column should have read “Mpg” — not 
“Mph”! 


NO AIR CLEANER? 

In your May issue you state that no 
air cleaner is offered with the Dodge 
Lancer. Yet, in the cutaway drawing, 
your artist shows an air cleaner. 

Pat Shannon Knox City, Tex. 

There is no air cleaner on the high- 
performance engine, which was the one 
tested. The cutaway drawing is of the 
standard Lancer engine, which has an 
air cleaner. 


MODERN CLASSICS 

I have been reading the many articles 
and reports about the revival of classic 
styling. 

I believe the long hood and _ sliort 
trunk area, the separate fender lines in 
front and rear, the fully exposed wheels 
and the limousine-type roof line are 
some of the characteristics which made 
most of the older cars classics. 

In my opinion, there are three cars 
that can be termed “modern classics.” 
All three were created by the Ford Motor 
Company. 

First is the 56 Continental Mark II. 
This car had no excess chrome or fins. 
The fully exposed wheels, the con- 
tinental kit and the roof line gave it 
that “classic” look. The grille, bumpers, 
headlights and taillights were all simple, 
yet attractive. The car had a feeling of 
elegance. 

The other two cars that I consider 
modern classics are the ’61 Lincoln Con- 
tinental and Thunderbird. 

Vincent Galasso Rochelle Park, N.J. 
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17 straight wins in 4-mile drags 


This front-running Class C gas Drag Coupe has standard 1932 Ford Coupe chassis and 
rear end, 283 cu. in., 290-H.P. Corvette engine, and 1939 Ford transmission. Owners are 
George Izu, Brookie Ishimatsu, Jess Weigel of Action Auto Service, Monta Vista, Cal. 
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In seventeen times out — seventeen times this Class C 
gas Drag Coupe came home a winner! It beat all 
competitors in its class for a grand sweep at the 
Halfmoon Bay Drag Strip Championship Races. 
Won consecutively every showing it made in the 
“Best Looking” Car Class at the Fremont Drag 
Strip. And established an E.T. of 13.17 seconds, 
with a top speed of 107 MPH! 

One of its owners, George Izu, says, ““We have 
found that our choice of motor oil is a very important 
factor in racing. The engine is subjected to maximum 







Richest, 


motor oil 
in the world 


Member Penn. Grade Crude Oil Assn., Permit No. 2, Oil City, Pa. 





RPM and terrific pressures. That’s why we use Penn- 
zoil—because it maintains better lubrication at ex- 
tremely high speeds. 

“We have run this car under these conditions in 
about 200 quarter-mile races or heats, with no engine 
failure. That’s pretty rough service, but it proves that 
Pennzoil can really do a job.” ; 

Treat your engine to this amazingly pure Pennsyl- 
vania motor oil. If your favorite dealer doesn’t dis- 
play Pennzoil Z-7, ask for it, insist on it by name— 
wherever you drive, whatever you drive. 











Times Have Changed 








ye ‘Most any 


piston rings would do- 


when compression pressures were 45 pounds and compression 
ratios were 3 to 1, but today’s high performance engines run as 
high as 170 pounds and as high as 10 to 1. These high output 
engines. must have rings designed to produce maximum perform- 
ance and still assure long life. Insist on the rings the professionals 
use... Don’t take a chance, ask for 


oserant | triple or 
Rings 


Designed for TODAY’S engines! 





GRANT & GRANT / 241 NORTH WESTMORELAND AVENUE / LOS ANGELES 4, CALIFORNIA 
in Canada: Hickson Sales Co., Ltd., Toronto, Ontario 
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NEW_PRODUCTS 











AUTO NAMEPLATE can be engraved to 
order on brass plate. Just remove back- 
ing and apply to door or dash. $1.95 
each, 2 for $3.50. Anderson Products 
Co., Box 607, Bloomfield, N.J. 








TURBO PROP, the latest design in wire- 
spoke wheels from Namsco, Inc., re- 
sembles a turbine engine’s blades. Price 
for set of four is $75. Write Namsco, 
Inc., Bellwood, III. 
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DUST-O-MATIC, a permanent-type carbure- 
tor air cleaner, can be readily cleansed 
with kerosene, etc. Cost is $3.95. Dust- 
O-Matic Filter Sales Co., P.O. Box 5039, 
Detroit 35, Mich. 





, 24 




















Pe <p ae Be iy 
AIR CONDITIONER for compacts is designed 
to provide quiet, adequate cooling. for 
smaller domestic and imported cars. W rite 
Climatic Air Sales, Inc., 3030 Canton St., 
Dallas 26, Tex. 
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DUAL EXHAUST SYSTEM for the 1961 Cor- 
vair comes as a complete kit, with no 
cutting, welding or notching required. 
Douglass Muffler Mfg. Co., 5636 Shull 
St., Bell Gardens, Calif. 











1961 PALMINI catalog has illustrated sec- 
tions, listing parts and accessories avail- 
able for karts. Send 50c to Palmini 
Engineering Corp., 3156 N. San Gabriel 
Blvd., South San Gabriel, Calif. 
continued on page 16 
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Focus attention right on your car—idling 


or moving—with the distinctive sound of Dyna-Glas whispering power. 


Dyna-Glas exclusive flat oval double-shell construction and 
unique “Whisper Chamber’”’ with jet-age fiber glass packing, release 


all the built-in power in your engine—sounds mellow without bellow. 


Yes, sir—with the new flat oval shape, sound of whispering power and 
restored engine performance, you’ve really got it, with Dyna-Glas! 
For original equipment type mufflers—see the famous 

Goerlich Standard or Master. They’re both 

money-wise buys, 


GOERLICH'S, Inc. 


MUFFLERS AND PIPES 
Dept. A-47, 619 Smith St., Toledo 1, Ohio 
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Test your 
sports car IQ! 


QUICK QUIZ BY QUAKER STATE 








7. This is the fastest automotive testing ground 
in the world. Can you name it? 





ae a 


3. Pit stop! What’s good time for a wheel 
change? ( ) 20sec. ( ) 40sec. ( ) 80sec. 


HE symbol stands for your car’s 

best engine life preserver— 
Quaker State Motor Oil. Super- 
refined from 100% pure Pennsylvania 
crude oil, it keeps your car on the 
road and out of the repair Y 
shop. Insist on Quaker Qu 
State—it is available most 
everywhere. For the name 
of your nearest dealer, call 
Western Union and ask 
for Operator 25. 


RP aS 


STATE | 





2. What interesting new type of experimental 
engine is this? 





4. What does this symbol stand for? 


Answers: 1. Bonneville, Utah. 2. Cur- 
tiss-Wright Wankel rotating combus- 
tion engine. 3. Top crews do it in 40 
sec. 4. Complete engine protection. 

Get your free copy of the new tech- 
nical bulletin on British and 
European sports cars and 
passenger cars, prepared 
by Quaker State’s Research 
Laboratories. Send us your 
name and address, and ask 


for Bulletin P952B-23. 
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QUAKER STATE OIL REFINING CORPORATION, OIL CITY, PENNSYLVANIA 








NEW PRODUCTS 


continued 























WHITEWALLS are offered by Martin Cus- 
tom Tires for classic models of the Rolls- 
Royce, Cadillac, Pierce-Arrow, Packard 
and similar makes. Tires Incorporated, 
666 11th Ave., New York 19, N.Y. 





SAFE-CHEK, a new radiator pressure cap, 
has a handle at the top which minimizes 
the danger of burns and scalding. Write 
Stamping Division, Eaton Manufacturing 
Co., Cleveland 10, Ohio. 





NEW KEY CASE combines a gauge that 
will read tire pressures with a plastic 
case for three keys. Price is $1. Danvern 
Distributors, Dept. 50, P.O. Box 453, 
Willoughby, Ohio. 


continued on page 18 
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CHROME 


We have never believed that most spark plugs are sold 
on the basis of appearance. That is why our spark plugs 
are a rather conservative blue, rather than plated as 
seems to be the common practice these days. We have 
nothing against plating plugs, except that it creates a 
problem for us that some other manufacturers do not 
face. We have always maintained that if heat-sealing 
was the only positive way to prevent compression leak- 
age, then every spark plug made should be heat sealed. 
Some other manufacturers do not agree with us. 
They heat seal the spark plugs they make for severe 
military service, and their special racing spark plugs, 


and their aircraft spark plugs, but not the 
spark plugs they sell for standard auto- AUT 


mobiles. As a result over half the spark 


plugs sold in this country are not heat sealed. Autolite 
heat seals every plug it makes, whether for racing, the . 
military, aircraft, or your car. We not only heat-seal the 
center electrode to the insulator, but for extra protection 
we also heat seal the insulator to the outer steel shell. 
Because of this dual heat sealing process, we cannot 
plate Autolite spark plugs. The plating just couldn't 
stand up under the tremendous heat and pressure we 
use to seal our plugs. It would crack, peel, discolor. We 
feel that the added protection against loss of power 
and economy that our sealing gives you more than 
makes up for what we must admit Is a less attrac- 


os jp 
tive exterior. If you agree with us, next 
LITE time you need a set of plugs why not 


ask for Autolite Spark Plugs by name? 


































































































A MASTER 
REFERENCE fs - 
FROM THE EDITORS ‘= 
OF MOTOR TREND \. 
Here’s the latest edition 
of this popular automotive 
yearbook — the most compre- 

hensive guide available to the newest in cars and automotive 
developments the world over. It presents complete facts, photos, 
specifications and prices (both factory and port-of-entry) on cars 
of all nations: every production model built for 1961. There are 


family cars, imported cars, sportscars, luxury makes, station wagons 
— automobiles of very type and purpose. 


ONLY 75c at Your Newsstand or 85c with Coupon below. 














| MT-761 
; TREND BOOKS 5959 Hollywood Boulevard, Los Angeles 28, Calif. 

| 

| 

| Please send me ______ copies of 1961 CARS OF THE WORLD. Enclosed find 
$__._.___ @ 85¢ each (covers postage, etc.). 

| 

DTTP Seago sa ad j 

| (please print) 

! 

SS inp aR Sly dé 

| CITY aaa * 5 ; 
| 
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NEW PRODUCTS 


continued 






MOPAR PARTS has introduced a new litter 
basket and storage bin. Its weighted, 
flexible base clings to floor, seat or trans- 
mission hump. Available from Chrysler 
Corp. dealers. 





NEW INSTRUMENT, Model 375-E Battery/ 
Generator Indicator, is both a battery 
condition indicator and a volt meter. 
Write Stewart-Warner Corp., 1826 Di- 
versey Pkwy., Chicago 14, IIl. 





SUPERLIFT, an adjustable suspension de- 
vice by Delco Products, has chambers 
which are inflated, using service station 
air pumps. Available at most service 
stations. 











. Sait 3 ‘ - Better Mileage... 
Sia. : + Longer Point Life... 


Part No. {6 Universal 7 ; 
6-Vojt’Bidick Color ‘ 


—" F-6 and 6000 . Higher Top Speed . 


¢ Better Starting in 
Part No. U-12 Universal All Kinds of Weather. 


12-Volt Red Color 


upercedes F-12 and 12000 * GUARANTEED to 


} Give Satisfaction if 
/ / ga / ory Properly Installed. 
MM AN (Wesson — DESIGNED, ENGINEERED, MANUFACTURED 


MALLORY ELECTRIC CORPORATION, 12416 CLOVERDALE AVE., DETROIT 4, MICHIGAN 





Look for greater design differences 
between the 1962 Falcons and Comets. 
Both cars have been exceptionally suc- 
cessful so far. But, according to in- 
formed sources, the top brass at the 
Ford Motor Company figures the two 
makes may do even better with more 
individualistic features. 


A merger between American Motors 
and Willys? There is some talk in 
Detroit that this may happen. And a 
combined operation could be mutually 
advantageous, since it would result in 
a line of dealers handling both pas- 
senger cars and trucks. It is known that 
there have been discussions between 
the two firms already regarding certain 
limited joint activities. 


More data from Germany on the 
new Volkswagen 1500. The very flat, 
rear-located engine, which enables a 
trunk compartment above it, employs 
fan and carburetors at one end of the 
engine, rather than on top (as on the 
Corvair). Wheelbase and tread are 
identical to the current VW. 


It’s now definite that the Buick Spe- 
cial and the Olds F-85 will be powered 
by a cast-iron V-6 engine in 1962. 
Reason for the switch is the need to 
make the two cars more competitive, 
price-wise, with other compact cars. 
At present, with the aluminum V-8, 
they cost about $200 extra —and this 
apparently has been holding down 
sales. 


What will happen to the small alu- 
minum V-8 now used in the F-85 and 
the Special? It is reported that this 
engine will be offered in the standard 
Buick and Olds lines with higher horse- 
power ratings. 


Biggest news in the 1962 models 
will be the new lines of cars now gen- 
erally referred to in Detroit as “senior 
compacts.” These cars are designed to 
fit in between the existing compacts, 
such as Falcon and Corvair, and the 
full-sized Fords and Chevrolets. Dart 
and Plymouth are believed to be pre- 
paring cars of similar size. 


Both Ford and Chevrolet have 
settled on names for their senior com- 
pacts. So far the forthcoming Ford 
has had a code name of “Canadian X,” 
but when it appears in the fall as a 
1962 model it will bear the familiar 
name of “Fairlane.” A companion 
model for the Mercury division, until 
now designated as “Canadian Y,” will 
be called the ‘Meteor’ when it is 
announced. 


At Chevrolet, the name selected for 
its new senior compact reportedly is 
“Corsair.” The similarity to the Cor- 
vette and Corvair names is obvious 
and may lead to some confusion — 
compounded by the fact that there 
once was an Edsel series by that name. 


Engine lineup for the 1962 senior 
compact from Chevrolet, the Corsair, 
will be more varied than any other car. 
It will include the 283-cubic-inch V-8, 
an in-line Six (probably the same one 
already offered in the standard Chev- 
rolet) and a new four-cylinder engine 
which will be one bank of the V-8 — 
the same trick Pontiac used in its 
Tempest. 


Ford’s 1962 senior compact, the 
Fairlane, along with the Mercury ver- 
sion, the Meteor, will have at least one 
all-new engine. It will be a 221-cubic- 
inch V-8 of cast iron. Other existing 
Ford engines probably will be options. 


Latest prototype of the 1962 smaller 
car by Ford was flown from Germany 
to Dearborn for final checkout. The 
car, called the Cardinal, has been seen 
at Dearborn in various forms for 
nearly a year. When the car will be 
announced is not yet clear — some 
sources say at the usual fall announce- 
ment time, others insist it will be a late 
1962 model and will not appear until 
next spring. 

It is clear, however, that the car 
will be a combination of international 
components. The chassis will be Euro- 
pean manufactured, the body made in 
the U.S., with final assembly in the 
United States. This car will compete 
directly with Volkswagen and Renault 


in price, size and performance. The 
Cardinal engine is an air-cooled V-4. 


Chevrolet has made an unprece- 
dented agreement (for Chevrolet) to 
sell V-8 engines to a British firm for 
use in a sports car to be sold in the 
United States. The car is called the 
Gordon. Body styling is by Bertoni 
of Italy. 


The 1962 Imperial will be a major 
styling change. Rumors that the car 
would be discontinued or merged with 
Chrysler as a series of that line have 
been officially denied. The 1962 model 
will be built on Chrysler production 
lines, however, although it will con- 
tinue to be a body-and-frame design 
and not a unit-construction design as 
Chrysler has been. 


American Motors is joining the 
bucket-seat brigade. Seats will be op- 
tional at extra cost in Ambassador and 
Classic four-door sedans and in the 
American convertible. They will be 
of the semi-bucket type. 


Detroit faces the threat of federal 
and/or state laws requiring certain 
safety features to be built into cars. 
Rather than be compelled to accept 
these features, the auto makers are 
considering adopting them voluntarily. 
So presently they are dusting off sev- 
eral developments for possible use. 
Among them: 

(1) Padded head rests to reduce 
whiplash neck injuries —an item al- 
ready offered as an option on Ram- 
blers; (2) recessed interior door han- 
dles; (3) warning light to indicate low 
fuel level in gas tank to reduce stall- 
ing on expressways; (4) rear wind- 
shield wipers and defrosters; (5) auto- 
matic headlight dimmers for all cars; 
(6) more headliner padding to protect 
against more head injuries; (7) re- 
cessed package shelf. Another good 
possibility is seat belts offered at cost 
for installation on attachment points, 
which will be standard in all 1962 
models. 










Sam Hanks says, “See for yourself just how much 
stop is left in your brake lining with the new... 


Staybetles SAFE-[-GaGE 


Sam Hanks has a suggestion well worth following. 
From now on there’s no need to wonder whether 
brakes are safe. No need to guess. Now you can 





































“7 see for yourself just how much stop is left in 

your brake lining... thanks to the revolutionary 
ce- new Raybestos caliper-type SAFE-T-GAGE. This 
or precision tool is color-keyed to indicate at a 
he glance whether your linings are in the DANGER, 
7 CAUTION or SATISFACTORY range. And it's equal- 

ly accurate on bonded or riveted linings. 

oo Sam Hanks, Director of Racing nae ee If you would like your own Raybestos 
th] tnianapos Motor Speedy — sear Satie ean 
lel Past winner of Indianapolis “500” er eceaconid rea mashed g sy 
on AMERICA’S BIGGEST @ SELLING FRICTION MATERIAL ta sh 
n- 





on RAYBESTOS DIVISION of Raybestos-Manhattan, Inc., BRIDGEPORT, CONN. #Patent Pending 


2 IMPERIAL 
















































he 
p- 
id 
he 
“ss Manufactured by RAY BROWN AUTOMOTIVE 
MODERN QUICK RELEASE 
6000 LB. TEST WEBBING METAL TO METAL DESIGN 100% PURE NYLON 
” COLOR FAST & MILDEW FREE NO COTTON OR RAYON FILLERS 
in 
S. 
pt 
re 
y. 
V- 
e. 
BRILLIANTLY CHROME-PLATED t UNIQUE WEBBING ADJUSTER BAR. 

e BUCKLE ASSEMBLY CHANGES SIZE OF BELT FOR ANY MEMBER OF FAMILY 
I- ‘i 
.. IMPACT IMPERIAL SAFETY BELTS elegantly designed for your COMFORT & SAFETY 
1- This deluxe metal to metal belt assembly is superbly constructed to strict government specifications. 
W Unequalled in quality, easily exceeds 5000 Ib. minimum requirements. 
l- RIDE IN SAFETY WITH THE FINEST AUTO SAFETY BELT AV4ILABLE 
Se ea Eee ape es a ee ee EN eee 

11 ENHANCING COLORS TO COMPLIMENT YOUR CAR’S i. 
4 INTERIOR. BLACK, BLUE, GREY, GREEN, MAROON, WHITE, RAY BROWN AUTOMOTIVE Dept. 1 
35 TAN, AQUA, BROWN, RED, NAVY BLUE. $ 910 N. Orange Drive, Los Angeles 38, California 
t DON’T CHANCE ACCIDENT SECURITY WITH OUT-MODED 10.95 ea. eine oO anpiened Cutty a rae, : 
:- 3000 LB. AIRCRAFT REQUIREMENTS — SPECIFY IMPACT PER G P ee 
d IMPERIAL, CONSUMER APPROVED, AUTO SAFETY BELTS — NAME 
t AVAILABLE THROUGHOUT THE UNITED STATES. MONEY BACK | 
5, Write for further information and illustrated literature GUARANTEE ADDRESS. 
2 or order on this handy coupon. city STATE ; 


$10.95 ea. per passenger MONEY BACK GUARANTEE [RBBB RRMMMMEMcettMMOMMIID ccc ce me mee me me ee ee a = eh lee “hes pin eon cb dl 





The recently revealed Sebring Spyder Corvair is based on 1961 Monza, but has a highly 
modified engine, developing considerably more horsepower, and an extensively restyled 
interior. Three circular lights at the door’s edge (above) go on when the door opens. 





THE 
CORVAIR SS 
FROM 
CHEVROLET 


The Sebring Spyder 
is an experiment that 
goes one step farther 


than the popular Monza Restyling of the Corvair Monza into the Sebring Spyder is most apparent 
on the outside from the rear. Taillights have been altered, a new 














screen of chromed horizontal bars runs across the grille under bumper. 


N AUGUST OF 1960, less than a year ago, 
Chevrolet revealed an experimental 
prototype of the Corvair, which it called 
the Monza. It attracted remarkably wide 
and favorable attention, and a few months 
later the Monza went into production as 
a 1961 model. Since then it has been a 
smash hit and probably has been largely 
responsible for the Corvair’s vastly greater 
popularity in its second year than it 
achieved in its first. And while the Monza 
was not the original car to offer bucket 
seats, it unquestionably was the single 
major influence in causing other car 
makers to be rushing right now into pro- 
duction with special versions of their 
compacts with similar features. 

Now Chevrolet has just revealed an- 
other experimental Corvair, this one de- 
signated the Sebring Spyder coupe, or in 
abbreviated form, the Corvair SS. It is a 
clear step upward from the Monza in 
sporty luxury and is especially well fitted 
out. Whether or not the Sebring Spyder 


Close-up of new dash shows complete 
set of instruments including tach, 
in brushed aluminum face plate. 





The engine has been 
modified with two 
additional carbs, spe- 
cial cam and progres- 
sive throttle linkage to 
increase horsepower 
close to estimated 
130. Dual straight- 
through mufflers with 
cross-over exhaust 
pipe are used. 
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New Sebring Spyder emblem on front 
fender also appears on lid of 

glove bor inside. The designation, 

a combination of European and U.S. 
sports car terms, is appropriate 

to the character of the car. 


Wire wheel is unusually handsome, 
with full set of spokes. Use 

in production is doubtful, however, 
because of the high cost of units. 

















will ever reach production is pure con- 
jecture at this stage, but it is very likely 
that some of its features at least will ulti- 
mately appear on Corvairs. They are that 
good. 

The Sebring Spyder is basically a 1961 
Corvair, with a few exterior restyling 
touches, rather extensive interior alter- 
ations and a highly modified early Corvair 
flat-six engine. The exterior changes, 
mostly at the rear of the car, are mainly 
in paint and trim, along with the addition 
of a special Sebring Spyder emblem on 
the side of the front fender. 

Inside there are bucket seats, of course, 
in leather. The doors have brushed alumi- 
num panels with three rectangular insets 
of leather. And at the rear of the doors 
are three red warning lights which are 
automatically illuminated when the doors 
are opened. On the front floor, the very 
low hump is cased in ribbed aluminum, 
into which is set the gear lever for the 
manual four-speed box. 

Most notable interior features are the 
steering wheel and instrument cluster. The 
wheel is a competition type of three 
spokes, each containing a single elongated 
perforation, a natural-finish walnut rim 
and an “SS” emblem at the hub. The dash 
is outstanding in its functional simplicity 
and full instrumentation, with needle-type 
gauges, including a 5,000-rpm tachometer. 
The face plates of the instrument cluster, 
the radio-clock console and the glove box 
are all of brushed aluminum. 

The Sebring Spyder Corvair is equipped 
with a specially modified engine of 145 
cubic inches. The rated horsepower output 
is not specifically quoted by Chevrolet, but 
it is estimated to be close to 130 hp. 

There are four single-throat carburetors 
mounted on top of the intake manifolds, 
each one so positioned that it sits midway 
between two cylinder barrels. Progressive 
accelerator linkages are set up to open 
secondary throttles after the primary 
throttles are opened more than half-way. 
Polyurethane oil-wetted filters are on the 
manual-choke primary carburetors only. 
The intake manifolds are not special on 
this engine, but are stock units machined 
to accept the secondary carbs. Inside the 
engine is a camshaft ground for this par- 
ticular engine. 

The suspension elements of the Corvair 
SS include heavy-duty springs and shock 
absorbers, a front stabilizer bar and re- 
bound straps at the rear. These will give 
the car a firmer ride but improve its han- 
dling characteristics. 

Except for the wire wheels with knock- 
off hubs, which could only come as a 
very high-cost option, the Corvair Sebring 
Spyder is a logical and highly desirable 
evolution from the Monza. It certainly 
deserves to be in production and, like the 
Monza, undoubtedly would again start a 
new trend in sporty compacts. /MtT 
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The New Sprite from Austin-Healey 


NE OF THE TOP SPORTS CARS in popularity in the U.S. is the Austin- 

Healey, and one reason why it’s so popular is the sprightly, smaller 
version called the Sprite. There is a new model of the Sprite which has 
just been revealed in England. The first photos, above and below, show 
the major changes that have been made in the car. Both front and rear have 
been extensively restyled and while this was being done, a number of 
functional revisions were undertaken. There now is more room in the 
cockpit and the metal panel, which formerly came up immediately behind 
the back of the front seat, has been cut off. More space has been made 
available behind the driver and passenger, which can be used for extra 
luggage or children. 

There is now an enlarged engine compartment hood and, for further 
easier access, there also has been added a trunk for entry into the area 
formerly reached only from behind the seats. According to the preliminary 
information, there have been no significant alterations to the engine and 
chassis. This then means the car will be powered by the 48-hp engine, 
enables a top of about 80 mph and yields over 30 mpg. The Sprite’s 
companion car is, of course, the Austin-Healey 3000, and both are products 
of the British Motor Corporation. It is reported in England that this new 
Sprite design will be the basis for a forthcoming MG midget. 
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Modified components of the F-85 
aluminum engine are shown at left. 
With these refinements the powerplant 
output is raised to 185 hp. 











OLDSMOBILE’S 
F-85 CUTLASS 
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Front bucket seats are not on option but standard Extra features for rear passengers are che 


equipment on the Cutlass. Individually convertible-type armrests on each side of 
adjustable, they have vertical leather pleats. bench seat and dual courtesy lights. a 
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LTHOUGH MID-YEAR NEW MODELS are no longer a novelty, 
Oldsmobile’s two new F-85 coupes are of more than pass- 
ing interest. The Cutlass is a peppy sports coupe with a showy 
interior and the increasingly popular semi-bucket seats. The 
other new F-85 is a club coupe and will be the lowest-priced 
Oldsmobile available. 

The standard powerplant in the Cutlass is Oldsmobile’s 
four-barrel-carburetor version of GM’s compact aluminum V-8. 
With new cylinder heads, the compression ratio has been 
upped to 10.25-to-1, making premium fuel mandatory. The 
higher cost for gas will be compensated for by the extra power 
the engine produces, 185 hp at 4800 rpm and 230 lbs.-ft. of 
torque at 3200 rpm. The Cutlass should be a far better 
accelerator than a standard F-85, for the axle ratio has been 
upped to 3.36 for both the standard manual transmission or 
the optional, scaled-down MHydramatic. Other engineering 
details are the same as a standard F-85. Probably the most 
interesting is the split driveshaft with a constant-velocity joint. 
This eliminates much vibration and helps improve the ride. 

The popularity of the many new sports coupes now 
being introduced seems to be tied closely to bucket seats, and 
the Oldsmobile Cutlass is no exception. Its semi-buckets are 
individually adjustable and fold over flat to make getting into 
the back seat easier. Although each front seat is separate, no 
console is built between them. They are contoured, and extra- 
thick foam rubber cushioning is used both in front and back. 


A SPORTY NEW COUPE MODIFIED FOR 
EXTRA PERFORMANCE AND HIGH LUXURY 


NEW COUPE ROOF LINE IS OFFERED WITH THE DELUXE OLDSMOBILE CUTLASS (ABOVE) AND A MORE ECONOMICAL CLUB COUPE. 











Front and rear floors, lower door panels and front cowl 
kick panels are carpeted in the Cutlass, and an instrument panel 
safety pad is standard. The upholstery is vertically pleated, 
and two-tone combinations are used on all sports coupes. 

Other custom features on the Cutlass interior include dual 
courtesy lamps in the rear quarter pillars, dual ash trays recessed 
in the convertible-type rear seat armrests, deluxe steering whee] 
and chrome roof scalp molding. Built into the ends of the front 
armrests are red safety reflectors that will warn oncoming 
drivers when a door is opened at night. 

The exterior of the Cutlass is not vastly different from a 
standard F-85. The most striking feature is a shortened, crisper 
roof line with a rectangular rear window. Available as an 
extra-cost option is a textured white all-vinyl roof covering, 
which gives the Cutlass a simulated convertible look. On both 
sides of the car, identifying Cutlass emblems appear on the 
upper rear quarter panels. 

List price on the new F-85 Cutlass sports coupe will be 
$2621, slightly more than $100 over the price of a deluxe 
four-door sedan. 

The second new F-85 model introduced this summer is the 
two-door club coupe. Equipped with the standard 155-hp 
aluminum V-8, this version burns regular fuel. Its interior 
appointments are similar to those offered in the four-door 
sedan. Perhaps its most attractive feature is the price, approx- 
imately $2300. /MT 
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a comprehensive test analysis of the current models 


CHEVROLET 


two cars tested 


DODGE DART 


two cars tested 


FORD 


two cars tested 


PLYMOUTH 


two cars tested 


RAMBLER 


three cars tested 


STUDEBAKER HAWK 


one car tested 


AMERICAN 


two cars tested 


BUICK SPECIAL 


two cars tested 


CORVAIR 


two cars tested 





one car tested 


FALCON 


two cars tested 


LANCER 


three cars tested 


LARK 


four cars tested 


OLDSMOBILE F-85 


two cars tested 


TEMPEST 


three cars tested 


VALIANT 


two cars tested 


BUICK 


two cars tested 








CHRYSLER 


three cars tested 


DODGE 


two cars tested 


MERCURY 


two cars tested 


OLDSMOBILE 


two cars tested 


PONTIAC 


two cars tested 


CADILLAC 


one car tested 


IMPERIAL 


one car tested 


LINCOLN CONTINENTAL 


one car tested 


THUNDERBIRD 


one car tested 























by Don Werner 


NYONE WHO SETS out to buy a new car in 1961 needs to know 
more about what he is doing than ever before. A lot more. 
First of all, there are many, many more makes of cars from 
which to choose. The list has nearly doubled in a couple of years. 

Then there are many makes of cars that now come in a bewil- 
dering variety of forms. These cars are available in ranges that 
start at relatively cheap economy versions and run up into the 
high-priced plushy performance cars. 

All this is made even more complicated by the fact that it is 
possible to buy luxury versions of so-called economy cars or 
“stripped” high-performance full-sized machines for a lower 
price. In between these extremes, there are a thousand buying 
points to suit individual preference. 

It often is said that the variety in domestic cars is more ap- 
parent than real. It is pointed out that quite a few of the differ- 
ent makes of cars are basically similar. This is quite true — up 
to a point. But such comments are in terms of car design and 
not car buying. 

The Falcon and Comet, it is perfectly obvious, come from the 
same mold. When the time comes to put one’s money on the 


line and choose between them, however, there is a very real 
difference. Another example of this, if one is necessary, is the 
Buick Special and the Oldsmobile F-85. These two cars also 
share major body and engine components but anyone who says 
they are identical in terms of buying and driving them simply 
doesn’t know what he is talking about. 

Nearly one out of every three people who buy a car select a 
standard-sized Chevrolet. When they do, they are confronted 
with the most intricate array of choices that exist in any popular 
manufactured product. Not only does the Chevrolet come in 
the Biscayne, Bel Air and Impala and Super Sport series, but 
there are four different engines — a six-cylinder and three sizes 
of V-8’s — plus five distinctly different transmissions, almost 
every kind of carburetion combination and a good half-dozen 
different axle ratios. There’s much more to the Chevrolet list 
but the foregoing items indicate the problems and the impor- 
tance of correct selection. 

The Chevrolet is not an isolated example of such variety. A 
similar situation exists with Ford and Pontiac and Plymouth 
and Dodge and, to a lesser degree, with several other makes. 

How critical all this would be to the car buyer who tries to 
buy intelligently was evident last fall at the time the 1961 
models were initially announced. It was then that the editors of 
MOTOR TREND mapped out a particularly ambitious program 
of road testing. This program included not only full-scale road 
tests of every make of car, but where it was required there were 


to be full-range road tests that sampled a cross-section of engine- 
transmission-axle combinations. 

This unprecedented road test program has now been con- 
cluded. The editors of MOTOR TREND have fully road tested 
every make of car. In all but a few cases, at least two cars of a 
given make were tested and, when necessary, three and some- 
times four cars were put through the schedule. The mass of 
experience and factual data assembled in this program unques- 
tionably is unsurpassed. 

The time has now come to draw final judgments and conclu- 
sions on the 1961 standard passenger cars. Two of MT’s Senior 
Editors, Robert Ames and John Lawlor, who were actively en- 
gaged in the road test program throughout the schedule, have 
condensed all the essential information into a series of special 
reports for the 1961 MOTOR TREND Buyer’s Guide. What they 
have summarized is the consensus of opinion of the complete 
road test staff. 

For the average car buyer a new car is an expensive invest- 
ment and he has every right to expect pleasure and satisfaction 
from his purchase. Too often, however, there is dissatisfaction 


and complaints. And the reasons are the mistakes made at the 
time of selection. 

Many car buyers will decide on the basis of external appear- 
ance — style, color, trim, upholstery, etc. — with little or no 
consideration for what is underneath the sheet metal. A driver 
who is interested in, say, good gas mileage and smoothness will 
find he has a hot performance job that can outcharge any other 
car at a traffic light but gives poor fuel economy and has a rough 
idle and an appetite for frequent tune-ups. The other type of 
driver, fond of quick acceleration, who buys carelessly may end 
up with a car that wouldn’t be a good match for anything 
quicker than a motor scooter. 

There is one other major factor in this matter of car buying. 
Detroit, so far at least, has not built the perfect car. There are 
cars to suit nearly every purpose but none that is the complete 
answer to every requirement. All 1961 models are good cars, 
but in different ways and, equally obvious, each has certain 
exclusive defects. Some cars are outstanding in economy, some 
in performance; others are superior for quality, roadability, good 
functional design, clever features and so on. What it amounts 
to is a hash of different characteristics. 

The Buyer's Guide to the 1961 Cars on the following pages 
consists of five sections: a guide to the low-price cars, the 
compact cars, the medium-price cars and the luxury cars — plus 
a table of specifications. In the guide is everything a car buyer 
needs to know. And that’s a lot. 
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THE LOW-PRICED CARS 


STILL THE MOST POPULAR SIZE AND CATEGORY, THIS CLASS 
OF CARS HAS TREMENDOUS VARIETY FOR THE BUYER 









ARIETY IS THE ESSENCE of the low-priced makes. Chev- 
Vioiet, Dodge Dart, Ford and Plymouth are all avail- 
able with extremely broad choices in power tears, while 
the Rambler Classic and Studebaker Hawk add to the 
kinds of cars in the field. All six are described in detail 
in the reports that follow. 

Another make which could be considered here is 
Mercury. Its new Meteor 600 and Meteor 800 are cer- 
tainly low priced. However, the 1961 Mercury was 
tested in the costlier Monterey series, and the Meteors 
were not considered sufficiently different to warrant a 
separate report. The 600 is almost identical to the cur- 
rent Ford and, with its slight variation in suspension, 
the 800 is mechanically the same as the Monterey, dis- 
cussed with the medium-priced cars. 

A similar relationship exists between the Plymouth 
and Dodge Dart. Engine choices in these two lines, 
though, are broad enough that it was relatively easy to 
test both without duplicating power trains. 

The Rambler Classic was originally tested as a com- 
pact V-8 but, on the basis of its price and power, is 
reviewed with the low-priced big cars. Also, this permits 
information on the non-compact Ambassador to be in- 
cluded. The senior Rambler was actually tested earlier 
but judged so similar to the Classic that the results were 
not published. 

The Studebaker Hawk is probably the most unusual 
car in the entire class. It has the strong appeal of its 
distinctive appearance and superior road behavior and, 


FORD 


Though the new Ford is smaller than last year’s, it is the 
same in basic design and comes in the same three series: Fair- 
lane, Fairlane 500 and Galaxie. 

The engine lineup, however, includes several new choices. 
The standard V-8 is a 292-cubic-inch, 175-hp unit, while the 
most conservative option has 352 cubic inches and 220 hp. 
New for 1961 is a 390-cubic-inch enlargement of the 352 in 
ratings of 300, 330 and 375 hp. And with a special parts 
kit installed by the dealer, it can be pushed to 401 hp, one 
of the highest outputs quoted for any factory-authorized 
powerplant. 

MT’s staff drove 175- and 300-hp Galaxies and discovered 
an unusually wide variation in performance. The 175-hp car 
scored the poorest acceleration time of any new V-8 tested, 
while reserve power for passing proved extremely limited. Fuel 
consumption, however, was moderate. The 300-hp Ford is the 
normal performance choice for those not interested in police 
work or racing and showed figures on a par with other cars of 
similar power. 

Ford offers four transmissions: a three-speed manual, over- 
drive and two- and three-speed automatics. There are some 
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by John Lawlor 









in addition, delivers both performance and fuel economy 
comparing favorably with the figures for its peers in 
price. 

In the final analysis, however, the two low-priced cars 
that are of the greatest general interest are those peren- 
nial favorites, Chevrolet and Ford. From the showroom 
to the drag strip, these are the traditional rivals that 
are talked about more than all the other low-priced 
cars combined. It is as risky to oppose motherhood or 
the American flag as it is to condemn one of these makes 
in the presence of its devotees. 

The reports themselves are concerned strictly with 
V-8’s. Six-cylinder engines, available in all lines but 
the Hawk, have not been included. However, the more 
significant of them are scheduled for separate tests in 
the near future. 

But even with this limitation, the low-priced cars 
vary so much in complexity that no effort has been made 
to devote the same amount of attention to each make. 
Unlike the television networks, MOTOR TREND has not 
devoted equal time to each candidate. Chevrolet and 
Ford, for example, both have unusually wide ranges of 
options this year and are discussed at greater length. 
The Hawk, on the other hand, comes with a rather 
limited choice and is treated more briefly. 

Rumor has it that the 1962 models will come in 
even broader variety, but it is difficult to understand 
why. There is something for just about every driver in 
the current crop of low-priced cars. 


























restrictions on combinations; the two-speed automatic is not 
available with the 390-cubic-inch engine and no automatic at 
all can be had with the maximum-performance conversions. 

Both automatics are variations on Borg-Warner’s theme of 
a torque converter coupled to a gearbox. The nod for perform- 
ance and flexibility goes, naturally, to the three-speed. One of 
its best features is that it allows a maximum of driver control 
over gear selection. On slippery surfaces, for example, it can 
be placed in second for an easier start, and on downgrades, 
depending on the car’s speed, either first or second can be 
engaged manually for added braking effect. 

The most important change in the chassis for 1961 is 
concerned not with operation but maintenance. Sealed joints 
filled with a special compound permit an interval of 30,000 
miles between lube jobs. 

Ford’s suspension is a normal system of front coil springs 
and rear semi-elliptics with an emphasis on smooth riding 
qualities. In ability to absorb road shocks, it is best at slower 
speeds over moderately rough surfaces. As speed and road 
roughness increase, so does ride harshness. Shallow dips do 
not cause the undulating so often associated with a soft ride. 

On the highway, the car is relatively stable, though some 
float and side sway are felt. Handling ability in fast turns 
seems improved slightly this year, but body lean and tire 
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squeal are still severe enough to affect the driver’s confidence. 
And the power steering’s characteristics do not help the 
handling; despite a good road feel, it is somewhat slow and 
lacking in precision. 

Though the basic body shell continues without major change 
from last year, one significant difference does stand out — 
the level of quality is greatly improved. 

The interior shows no particular innovation in styling or 
special features. It is careful assembly and attention to detail 
that set the new Ford apart from its predecessors. Materials 
are better, moldings fit well and minor trim is attached 
firmly. Ford does not yet display the best craftsmanship in the 
low-priced field but it is much closer to doing so than in 
several years. 

The front seat is rather shallow and forces occupants to sit 
with their legs stretched forward, though deep foot wells are 
provided in the rear compartment. On long trips, some people 
find the low driving position tires them more quickly than 
erect seating. 

Styling modifications, front and rear, have cut the new 
Ford’s overall length, making the car slightly easier to maneu- 
ver and park. Another benefit of the new sheet metal is a 
10-inch-wider deck lid for better luggage access. The trunk 
itself, however, is shallow and does not allow full advantage 
to be taken of its relatively large capacity. 


CHEVROLET 


Chevrolet has three basic series —the Biscayne, Bel Air 
and Impala — plus the Biscayne Fleetmaster, a stripped sedan 
for commercial use, and the Impala Super Sport, a deluxe job 
with the emphasis on high performance. 

Engine choices include a 283-cubic-inch V-8 with either 
170 or 230 hp and a 348-cubic-inch unit in ratings of 250, 
280, 305, 340 and 350 hp. Finally, a bored and stroked version 
of the 348, displacing 409 cubic inches and producing 360 hp, 
is available in limited quantity. Generally, any series is available 
with any engine. An exception is the Impala SS, which comes 
only with the hotter options, from 305 hp up. 

MT conducted complete tests of two Impalas, one with the 
170-hp engine and the other the 250-hp. In addition, an Impala 
SS with the potent 360-hp unit was sampled briefly, though 
not fully tested. 





The driver’s-eye view from the new Plymouth borders 
on the spectacular. The floating speedometer 
sits behind a controversial square steering wheel. 





For the lowest-powered V-8 in the line, the 170-hp was a 
reasonable performer and delivered very good mileage. The 
250-hp was quicker, of course, though the acceleration figures 
do not show how great its advantage really was. At highway 
speeds, it responded much better for passing and climbing than 
a mere two-second difference in 0-60 time might indicate. 

The Impala SS was not run against the clocks but conserva- 
tive estimates place its 0-60 time at about half the figure of the 
170-hp Impala. With its big engine, it is certainly one of the 
hottest machines to be found in any showroom today. 

Chevy has unusually wide range of transmissions. A three- 
speed manual is standard equipment across the board. In 283- 
cubic-inch installations, it can be supplemented with overdrive 
or, with the 348- and 409-cubic-inch powerplants, replaced by 
a four-speed. 

In addition, there are two automatics. Powerglide is a torque 
converter with a two-speed gearbox that has gained a reputation 
as a dependable, responsive unit. It is a good choice for perform- 
ance, as the factory attests by combining it with the 305-hp 
engine for the hottest automatic power train in the catalog. 
Turboglide, on the other hand, is a pure torque converter noted 
for exceptional smoothness. It has a single forward position 
on its quadrant for normal driving and an extremely low range 
intended primarily as a grade retarder. 

With the 340-, 350- and 360-hp units, only the two manual 
gearboxes are available, and the four-speed is definitely the better 
choice. Its second gear neatly bridges a gap between the three- 
speed’s first and second, a useful feature with a fast-revving 
performance engine. 

Like all of GM’s big cars, the Chevy for 1961 has a new 
body but, unlike the others, it retains the basic chassis design 
used last year. The “X” frame is supported at all four wheels 
by soft coil springs engineered for smooth riding qualities 
at all speeds. Chevy’s ability to absorb minor road shocks, such 
as tar divider strips, is probably the best in its class. 

Handling ability, though, is only fair. In tight turns, body 
lean is considerable and the outside front wheel seems to 
“skate,” conveying a feeling of difficult control. 

These remarks do not apply to the Impala SS. Among its 
special features is stiffened suspension that permits corners to be 
taken fast, flat and furious. This, of course, is at the expense 
of comfort. The SS rides very harshly on irregular surfaces. 

Chevy power steering has the virtues of accuracy and a solid 


One of the hottest performers of the season ha; 
been Chevy’s big 409-cubic-inch V-8. Three 
two-barrels provide the necessary carburetion. 


MOTOR TREND/JULY 1961 

















road feel, but is altogether too slow for really proper control. 

With its all-new body, the 1961 Chevy is smaller than last 
year’s model, yet provides just as much, if not more, interior 
space. Seat benches are higher and angled better for comfort. 
Padding is soft and could prove uncomfortable on a long trip. 
In the Impala, there is a sewn roll to simulate bucket seats 
that reduces comfort for a middle passenger. 

The redesigned dash has two very good features —a glove 
compartment at the center within the driver’s reach and, at long 
last, an accessory position on the ignition switch. 

An important innovation is found in the luggage compart- 
ment. The fuel tank has been moved above the rear axle, allow- 
ing a deep trunk floor that will hold several suitcases straight up. 
And the deck lid extends to the bumper to minimize lifting. 

A final word of praise — Chevy quality is extremely good. 
Both materials and assembly are not only outstanding for a car 
in Chevy's price class but compare favorably with many makes 
costing a good deal more. 


PLYMOUTH 


Despite a drastic change in appearance, the 1961 Plymouth 
is virtually the same car as last year’s model. It continues to 
stand out for performance, economy and roadability. 

In Savoy, Belvedere and Fury series, the Plymouth is avail- 
able with essentially the same engines as the Dodge Dart. For 
normal driving, these are 230- and 260-hp V-8’s, displacing 
318 cubic inches, and a 305-hp of 361 cubic inches. High- 
performance offerings include 325-, 330- and 340-hp, 383- 
cubic-inch units and brutal 350- and 375-hp options based 
on a 413-cubic-inch block; these are special-order items, how- 
ever, and may not be available from some dealers. 

The 230-hp can be had with three-speed manual, Powerflite 
or Torqueflite transmissions, the 260-hp with Torqueflite only; 
the others with heavy-duty, three-speed manual or Torqueflite. 

Of the two Fury test cars, one had 305 hp with Torqueflite 
transmission, and the other 330 hp with manual. The first was 
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Located next to the carburetor on this Ford V-8 
is the positive crankcase ventilating system which 
is standard on all 1961 cars in California. 





logical and useful changes of the year. Recessed 
storage well is made by movement of gas tank. 
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Polyurethane seal 


Lube points on the Ford are sealed at factory 
with special grease compound that allows 
an interval of 30,000 miles between lubrications. 


a smooth, brisk performer that delivered better-than-average 
figures for both acceleration and economy. The 305-hp engine 
is particularly well suited to the three-speed automatic; it is 
powerful enough that the transmission’s efficiency is put to 
good use, yet flexible enough that it does not cause abrupt 
shifts the way the hotter options are apt to do. 

The ram-inducted 330-hp unit was tried with a manual 
gearbox, since its performance with Torqueflite was already 
known. Surprisingly, acceleration with the stick is actually a 
bit slower. 

One reason for the difference was the rear axle, which was 
not properly geared for the power train and did not have a 
limited-slip differential. Excessive wheelspin occurred during 
any acceleration attempt from a standing start. 

Still, the 330-hp Plymouth is an outstanding performer and 
one which delivers its punch without demanding an excep- 
tional amount of fuel. 

Plymouth is noted for its handling stability at all road 
speeds. The car holds an accurate, steady course on fast straights, 
corners beautifully and maneuvers precisely, all an added safety 
factor when as much as 330 hp is under the hood. Though the 
torsion bars attached to the front wheels usually get the 
credit, well-planned geometry throughout the suspension 
system and relatively stiff spring rates are the real reasons. 

Adding to the excellent feel of control is the light, quick 
power steering characteristic of Chrysler products. It is almost 
too light, in fact, and takes some getting used to before it can 
be used to full advantage for vigorous cornering. 

Compared with other cars in its class, Plymouth has rather 
firm riding qualities. Except on extremely rough surfaces, how- 
ever, the car seldom reacts harshly to road shocks. And at high 
speeds, it is decidedly more comfortable than most of its 
softly-sprung competitors. 

Plymouth has an ornate interior with such features as an 
oddly-shaped housing for the speedometer above the main 
dash panel and, optionally, a square steering wheel. The 
upholstery tends to be flamboyant, an effect augmented by the 
liberal use of extra bits of trim. 


A sometimes-ignored entry in the low-priced field 
is the sporty Studebaker Hawk. A deluxe 
interior is one of its more interesting features- 


Seating is comfortable, though marred-by a peculiar Plym- 
outh characteristic. At the base of the front seat back is a 
rigid frame that is thinly padded and can cause a sore spot in 
a tender section of the anatomy during an all-day drive. 
Strangely, this problem is not noticed on other Chrysler products. 

Plymouth manufacturing quality shows some improvement 
this year but is still not up to the standard of its price class. 


DART 


The hottest acceleration and the lowest fuel consumption 
among the big V-8’s for 1961 were both recorded by Dodge 
Darts. Of all the full-sized cars tested, one Dart posted the 
quickest 0-60 time and the other the best mpg figure. 

Both test cars represented the top-of-the-line Phoenix series. 
Other Dart offerings are the Seneca at the bottom of the price 
scale and the Pioneer in the middle. 

The Dart’s list of engines has become even more complex 
than Chevrolet’s and includes several announced since MT 
first tried the 1961 model. The smallest V-8, displacing 318 
cubic inches, is offered in ratings of 230 and 260 hp, and next 
is a 361-cubic-inch unit of 305 hp. Then comes a 383-cubic- 
inch in a choice of 325, 330 and 340 hp and, finally, a huge 
413-cubic-inch with either 350 or 375 hp. 

To complicate matters further, the 330- and 375-hp engines 
are both available in two separate versions, one with ram 
induction and the other a log manifold. 

MT’s hot Dart had the 330-hp ram unit and was all go. 
On the basis of its performance against the clocks, it is a bit 
frightening to contemplate the potential of the 340-, 350- and 
375-hp options! 

Actually, the normal ram induction engine is at its best in 
low- and middle-rpm ranges. At the end of a quarter-mile 
drag, its acceleration tapers off because the resonating pulse 
in the manifold is out of phase with the high engine speed. 
But when it hits, it hits hard. On the highway, for example, it 
provides enough power for passing without a downshift. 

Yet it is not an exceptionally thirstv powerplant. Mileage 
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was slightly better than normal for a unit of its power. 

But the car that really scored for economy was the 230-hp 
Dart. It turned in fuel consumption figures that started where 
some of its competitors left off. And it was a good performer 
as well, turning in an above-average 0-60 time for the smallest 
V-8 in a low-priced line. 

One of the secrets of the Dart’s efficiency is Torqueflite, 
Chrysler Corporation’s superb automatic, which was fitted to 
both test cars. Consisting of a torque converter and three-speed 
gearbox, it is available with any Dodge engine. 

Powerflite, a two-speed automatic, and a three-speed manual 
are also offered for the 230-hp engine and a heavy-duty, three- 
speed manual can be supplied with any of the bigger engines, 
from 305 hp up. 

With the same chassis components as the Plymouth, the 
Dart is an equally fine-handling car and joins its corporate 
brother at the head of its price class. Springing is relativelv 
firm, however, and does not provide riding qualities that will 
satisfy all tastes. 

Both test cars were finished in a pleated vinyl with a con- 
servative but luxurious appearance. Seats are well off the floor 
and provide very comfortable positions. The padding seems 
harder than normal at first but provides very good support on 
long trips. A higher seat back is featured for the driver and 
adds to his comfort during long stretches at the wheel. 

The needle-type speedometer is in clear view at the top of 
the dash, but auxiliary instruments are buried in the lower part 
of the panel. Everything but an oil pressure gauge is included. 

The only serious fault of the Dart is its qualitv of assembly. 
Many little details reflect careless workmanship. This is a prob- 
lem which has plagued Chrysler Corporation for some years 
and is not yet solved. It is unfortunate because the car is excep- 
tionally good in so many other respects. 


RAMBLER 


The Rambler Classic is the smallest big car or the biggest 
small car, depending on one’s point of view. But there is little 
doubt concerning the Ambassador. Though it has the same body 
as the Classic, its added length definitely places it in the full- 
sized category. Both series are available with varying degrees 
of trim, called Deluxe, Super and Custom. 

Powering the Classic V-8 is a 250-cubic-inch engine that 
comes with either 200 or 215 hp while the Ambassador's longer 
hood houses a 327-cubic-inch unit in a choice of 250 or 270 hp. 

MT checked both Classic options, the 200-hp with an auto- 
matic transmission and the 215-hp with a manual, and an Am- 
bassador with a 250-hp automatic power train. 

All three cars performed remarkably alike, scoring 0-60 times 
within a 1.3-second spread, and showed themselves on a level 
with smaller V-8's offered in other low-priced lines. They were 
similar in fuel consumption, too, though the bigger, heavier 
Ambassador naturally was thirstier than the Classics. 

Rambler's gearing options, manual, overdrive and automatic, 
are available with any of the four power ratings. The automatic 
is a torque converter combined with a three-speed box and, like 
those offered by Ford and Studebaker, is a Borg-Warner product. 
Among its unusual features in Classic and Ambassador installa- 
tions is pushbutton gear selection. The neutral control also oper- 
ates the starter and, below the main cluster of buttons, there is 
a separate parking “gear” switch. 

The big Ramblers are softly-sprung cars designed for maxi- 
mum comfort and have excellent riding qualities. The four coil 
springs soak up the irregularities of almost all road surfaces 
and, even in the relatively short Classic, there is very little 
fore-and-aft pitching. 

Cornering is impaired by the body sway the soft suspension 
allows, and on really fast turns, the front end tends to wallow 
and drift off course. The latter problem seems at least partly due 
to the weight of the V-8 engine, though, since the Classic Six 
has been found to be a steadier handling car. 





Better-than-average height is put to good use inside the Ram- 
bler. The distance between the floor and ceiling is more than 
enough for both high seats and ample headroom. As a result, 
the driver sits erectly in a position that affords a good view of 
the road while passengers have room to stretch. 

Both materials and finish are of a very high order for a car 
in the Rambler's price range. A new touch for 1961 is a molded, 
acoustical fiberglass ceiling, which outdoes fabric types in both 
durability and sound-deadening qualities. 

Dash arrangement is conventional, with the instruments cen- 
tered in front of the driver. The glove box door has a finger tab 
below the button that eliminates the awkward procedure of 
pressing the button to release the latch, then removing one’s 
hand quickly to let the door drop open. 

The trunk layout is excellent. The compartment itself is well 
proportioned and illuminates when it is opened, whether or not 
the car’s lights are on. Best of all, the lid extends clear to bumper 
level so that cargo can be loaded with a minimum of lifting. 


STUDEBAKER HAWK 


Over the years, Studebaker has gradually refined the Hawk 
into an appealing car that combines pleasure and practicality in 
one package. This year, for example, new sporting flavor is 
added with bucket seats and an optional four-speed gearbox. 

The Hawk is available in only one body style, a club coupe, 
and with only one engine, a 289-cubic-inch V-8. There are 
two output ratings, however — 210 and 225 hp. 

MT tested a 210-hp, four-speed Hawk and found it a lively 
yet economical car. Performance was above average for a low- 
priced V-8 and, because of short valve timing, the engine is 
extremely flexible. It will push the car beyond 50 mph in 
first gear, yet accelerate smoothly from below 15 mph in 
fourth. In other words, the Hawk tolerates a variety of driving. 

Those who do not care for the four-speed transmission can 
opt for a three-speed manual, overdrive or a_ three-speed 
automatic built by Borg-Warner and similar to the unit used 
by Ford and Rambler. 

For all its accelerating ability, the Hawk was also notable 
for moderate fuel consumption. It rates among the better 
low-priced cars in this respect. 

The Hawk’s performance is complemented by very good 
suspension, one of those rare systems that provide control 
without sacrificing comfort. Cornering becomes a problem 
only when a turn is extremely tight. Then the relatively long 
wheelbase can be awkward to handle, and a slight nose heavi- 
ness causes the front end to plow. Generally, though, a capable 
driver can get a Hawk down a winding road much faster than 
he could several makes with much more horsepower. 

From a comfort standpoint, the wheelbase is an advantage. 
There is little fore-and-aft pitching on even the roughest 
surfaces. Overall riding qualities tend to be firm but rarely harsh. 

Highlighting the interior this year is a pair of bucket seats 
in front. Carefully contoured, they are padded firmly but com- 
fortably. Reclining backs are available and recommended; the 
normal angle is too erect for some tastes. The rear compart- 
ment offers room for two adults or three children. 

The dash is one of the best to be found in a current U.S. 
car and features a complete set of instruments. Honest, round 
dials indicate not only speed and fuel level but also replace 
warning lights so often used to show temperature, oil pressure 
and generator charge. Appropriately enough with a four-speed 
box, a tachometer is available as an extra. 

There are a couple of minor flaws in the cockpit. A driver 
new to the car tends to trip his foot on the steering column as 
he moves from the throttle to the brake and, when the car is 
parked in reverse, the emergency brake handle collides with 
the gear lever. 

Studebaker assembly quality is generally high, and the Hawk 
deserves to be rated as one of the better-built cars in the 
low-priced field. 
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THE COMPACTS 


GREAT VARIETY MAKES CAREFUL STUDY 
A MUST FOR POTENTIAL BUYERS 


by Bob Ames 


ITH THE ADDITION of Buick, Dodge, Oldsmobile and 

Pontiac, the compact class has grown to 10 different 
lines. This, plus the many variations in engineering, 
passenger compartment layout, handling and luggage 
capacity, makes it far more important that the person 
who intends to buy a compact car be well informed. 

Only in the compact class are such innovations as 
independent rear suspension, transaxle, rear-mounted 
engine or a curved driveshaft available. And also in this 
class is the biggest assortment of basically different, 
even radical, engines. 

If the prospective buyer isn’t perplexed by this vast 
array of engineering choices he may easily be confused 
by trying to pin down the differences in the non- 
identical, mechanical twins found throughout the com- 
pact class. The Falcon-Comet and Lancer-Valiant lines 
have virtually identical mechanical components; the 
Special and F-85 very similar engineering; and the 
Special, F-85, Tempest and Corvair all share the same 
body shell. 

Sometimes the differences between these close re- 
lations are mainly styling, as in the case of the Valiant 
and Lancer. Or the changes may be more extensive, as 
with the Falcon and Comet, where quality, handling 
and ride differ, as well as styling. In other lines the 
difference may be a few engineering features, as in the 
Special and F-85, or radical changes, as offered in the 
Corvair or Tempest. 


BUICK SPECIAL 


Buick’s Special is no longer merely a low-priced version of 
the big Buick, as it was a few years ago. Now the Special is 
a compact with an altogether different design that is lower, 
narrower and shorter than a standard-size Buick. Interior space 
is not as generous, the engine smaller, the price lower and 
operational expenses are less. 

The Special’s aluminum V-8 has an excellent balance be- 
tween performance and economical operation. Both the manual 
and the automatic version recorded nearly equal acceleration; 
the final figures rated about normal for V-8 compacts. There 
was a significant difference between the two cars in economy, 
with the manually-equipped turning in the better mpg figure. 

In handling, ride and general feel the Special is undeniably 
a Buick. Nearly every category of handling was judged above 


Differences like these between individual lines can 
make it difficult enough for the average individual. But 
the choice is made even harder by the many variations 
of power train options that can greatly alter the per- 
formance or economy of an individual line. For instance, 
Studebaker’s Lark is available in at least a dozen dif- 
ferent forms, and no two combinations will perform 
exactly the same. 

For the person seriously interested in a compact, 
there is one point of reference that is actually quite ob- 
vious but so simple that it is often overlooked. When 
possible, compare the compact with the standard-size 
car in the same line. For example, the Buick enthusiast 
will feel perfectly natural behind the wheel of the 
Special on the open road, because the compact drives 
and feels considerably like a bigger Buick. This seems 
to be partly because of pet theories of the engineers and 
partly because the automatic transmission is usually 
scaled down from the line’s standard-size unit. 

To be able to make an intelligent choice of a compact 
it is wise to know the fundamentals of the basic design 
of all the cars. In this review the important differences 
are brought out. Comparisons are made when appropri- 
ate between the compact and standard-size stablemate, 
between the corporation compact twin if there is one, 
and between the other cars in the compact class. It is 
the only way a person can arrive at a decision as to what 
compact car is best for him. 





Special, F-85 and Tempest windshield wipers 
have big, overlapping pattern which clears 
a large glass area for excellent driver vision. 


normal for V-8 compacts and very near the top of the Special’s 
class. Buick has always emphasized an excellent ride at highway 
speeds, but secondary road behavior and handling have suffered 
to a certain degree. The Special has Buick’s well-known good 
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high-speed ride but is far superior to the bigger line in every 
other handling characteristic. Cornering is fast, flat and firm, 
and rough road stability is excellent. Steering is relatively slow, 
and long trips over winding roads could be fatiguing. 

Except for the obvious external measurements the passenger 
compartment has the most striking differences between the com- 
pact Special and the standard-size Buick. The Special is approxi- 
mately two feet shorter, seven inches narrower and four inches 
lower. Yet, it has only .5 inch less headroom, .5 inch less 
legroom and 4.7 inches less hip space. Seats are thinner and 
firmer, but for practical purposes long trips in the Special will 
be almost as comfortable as in the big Buick. The Special’s 
trunk has 2.2 cubic feet less cargo space than the bigger Buick. 

Although its price tag is higher than some compacts, Buick’s 
Special would rate very near the top of the compact class in 
overall design. It is truly one of Detroit’s better compacts. 


OLDSMOBILE F-85 


Except for its physical dimensions the F-85 will be no stranger 
to Oldsmobile drivers. This compact drives, handles and reacts 
much like its bigger companion line. Part of this similarity is 
undoubtedly due to its Hydramatic transmission, but more 
reasons can be found throughout the car in engineering theories 
long favored by Oldsmobile engineers. 

Acceleration was on a par with most moderately powered, 
standard-size cars and considerably better than six-cylinder com- 
pacts. The difference between the manual shift and the auto- 
matic in performance was negligible, due mostly to a compen- 
sating axle ratio. This also leveled off comparative passing 
reserve in mid-range speeds, and both versions rated slightly 
above average. Mileage varied more, and the automatic scored 
in the normal range for V-8 compacts, with the manual finish- 
ing near the top of the same class. Numerically, the axle ratios 
for the manual seem to be a trifle low, and at lugging speeds 
down-shifting occurs more often than should be necessary. 

Handling characteristics were considerably above average for 
compacts but still rated less than superior. Cornering is fairly 
flat, diving from rapid deceleration, and squat from acceleration 
almost non-existent. Yet all these qualities could probably have 
been improved by firmer springing without the ride suffering. 
Steering has not been reduced in the same proportions as have 
external measurements, and the slowness hinders parking lot 


Bonnet-type air cleaner was introduced on F-85 
but discontinued due to technical diffi- 
culties with completely enclosed carburetor. 
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maneuvers. The F-85’s ride is above average for its class and not 
too much below the bigger Oldsmobile in overall comfort. 

Inside, passengers are seated comfortably, although it is a 
trifle snug for six. Upholstery padding is thinner and firmer 
than on the big Oldsmobile, but generally speaking, overall 
comfort is at a good level. Detail design and finish quality on 
the inside are considerably lower than the standards of the 
standard-size line. 

Overall, the F-85 has a good basic design, well suited for all 
normal driving purposes, with moderate comfort, performance. 


TEMPEST 


Pontiac’s Tempest is the most novel compact introduced this 
year. Along with its engineering innovations it has a set of 
characteristics that is certainly individualistic in the compact 
class. 

True to Pontiac’s big-car image, the engine and power train 
variations make a long list, including five versions of the Slant 
Four and two of the aluminum V-8, manual and automatic 
transmissions and several axle ratios. With several test cars 
represented, this makes a varied list of performance and economy 
figures. Generally speaking, performance rated among the hotter 
compacts, while mileage was less when compared to the more 
economical ones. 

The Tempest’s engineering innovations are pretty well known 
by now: briefly, they are engine in the front, a curved drive- 
shaft, transaxle assembly and independent rear suspension. This 
gives the compact several traits quite unlike the more con- 
ventional Detroit cars. 

Pontiac’s compact leans toward stiffer suspension with a 
slightly firmer ride. This firmness adds to high-speed stability and 
is neither unpleasant nor uncomfortable. Handling is excellent 
up to a point. Cornering, for instance, is flat, and the Tempest 
will go through a sharp corner fast and precisely. But pushed 
beyond its normal limits, the car develops oversteer quickly and 
might surprise a driver not accustomed to the natural charac- 
teristics of i.r.s. 

Inside, the compact scores high for overall passenger comfort. 
Although its physical dimensions are practically equivalent to 
most other cars in its class, the Tempest’s biggest advantage is 
gained through its exceptionally low transmission hump. 

Of course, the Tempest shares its body shell with the Corvair, 
F-85 and Special, but even with its transmission mounted directly 
under the trunk it loses little cargo capacity to its compact 
V-8 competitors. Overall, the Tempest’s trunk is slightly above 
average for the compact class and is practical for loading. Quality 
and materials inside the Tempest are only average for compacts. 


CORVAIR 


There is no American car like the Corvair. With its engine 
and transmission in the rear and trunk in the front, Chevrolet’s 
compact has advantages and disadvantages that are truly its own. 

The Corvair is powered by a unique, flat-opposed six-cylinder 
engine offered in two ratings, 80 hp and 98 hp. There was con- 
siderable difference in the way the two powerplants performed. 
The 98-hp Six, with a four-speed manual transmission, turned 
in acceleration figures almost the equal of the average for V-8 
compacts, while mileage results were in the low range for 
compacts. With the smaller engine and an automatic trans- 
mission, acceleration was the poorest of the compacts, but the 
mpg figure took a decided upswing. 

Next to its engine, the Corvair’s most unusual feature is its 
independent suspension on all four wheels. This system makes 
a very noticeable difference in the way the car handles. For all 
normal situations the Corvair is easy to drive, with an excellent 
ride and good handling. But driven too fast on a rough road, 
the compact has a marked tendency to pitch. Another peculiarity 
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becomes evident when cornering. Taken quickly into a hard 
corner, the rear wheels literally turn themselves and a quick- 
occurring oversteer becomes noticeable. This is a natural charac- 
teristic of i.r.s. and is not actually a defect. Most drivers quickly 
become accustomed to it and correct automatically. 

The Corvair’s front seat is excellent for two and snug for 
three, although the near-absence of a transmission hump makes 
middle-passenger comfort more tenable. The back seat is even 
more cramped. In the popular Monza coupe body style, the 
front seats are semi-bucket and their individual comfort for 
a single passenger is superb. 

As a fun-to-drive car, there are few compact that even come 
close to equalling the Corvair. It is also excellent for around- 
town shopping trips and driving to and from work. For serious 
family use, and long trips, below-average accommodations for 
six and curtailed luggage space place limitations on its usefulness. 


COMET 


For a car that could easily have been overshadowed by the 
Falcon, the Comet has been conspicuously successful in its own 
right. It might be hard for a casual observer to track down the 
basic reasons for this popularity, but they are becoming more 
evident. Obviously, many drivers of compacts want more than 
simple economy. Even for a smaller car they are willing to pay 
a higher price to get more quality, a slightly better ride and 
distinctive styling. 

The Comet is available with two powerplants; both are 
identical to their Falcon counterparts. With the bigger engine 
and a two-speed automatic transmission the performance has 
been significantly improved. Not only is this true in standing- 
start acceleration but in mid-range passing ability. In this 
respect the Comet is average for the compact class and, despite 
its heavier weight, almost equal to the Falcon. 

The extra poundage begins to tell in gas mileage, however, 
and with equivalent power trains the Comet will be about two 
to three mpg poorer than its compact cousin. But when rated 
in the overall compact field, the Comet ranks well among the 
better economy cars. 

One of the fundamental differences between Falcon and 
Comet is size. With its greater length and wheelbase, the Comet 
has a few advantages — and very few disadvantages. Perhaps 
one way to explain the particular appeal of the Comet is that 
it closely resembles the traditional six-cylinder cars before grow- 
ing size and horsepower corrupted their original purpose. 

The extra wheelbase pays off for the Comet in a better ride 
— partly at high speeds, but more noticeable at slow speeds 
over uneven surfaces, where fore-and-aft pitching is much less 
pronounced. Handling is good, but the Comet does not have the 
nimbleness of many of the smaller compacts. 

Interior passenger space is slightly less generous than the 
average for the compact class as a whole but in no way limits 
comfort for four passengers, although six might find it rather 
crowded. Overall quality throughout the car would compare 
favorably with the best in the compact class. 


FALCON 


The Falcon lacks the scaled-down big-car characteristics of 
many compacts and the technical novelty of others. Instead, it 
is a straightforward example of conventional light-car design. 
There are few changes in the 1961 model, and these are mainly 
modifications and refinements of existing features. 

The most important development is the optional powerplant. 
Now displacing 170 cubic inches, it is rated at 101 hp. This 
added power is transformed into better performance and slightly 
— but only slightly — curtailed gas mileage. Powered by this 
engine, both the manual and automatic versions sliced nearly 
six seconds off the 0-60-mph acceleration runs and greatly in- 
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inch Siz, left, was the hottest compact tested. 

Low transmission hump in Tempest is direct result 
of transazle, below, with its curved driveshaft. 
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Falcon and Comet share this engine. 
Although conventional by compact 
standards, its economy is excelient. 


creased mid-range passing reserve. This is a definite improve- 
ment, since the most frequent criticism last year was lackluster 
performance. The sharp increases in power were gained with- 
out much sacrifice in gas economy. The final figures for the 
manual were rated with the best in the economy field, and the 
automatic also scored high. 

Riding qualities are excellent as long as the road surface is 
smooth and suffer less over rough surfaces than do many com- 
pacts. To reduce harshness, spring rates are a bit softer this 
year. On the open road the car has a quiet, stable ride, disturbed 
only by a slight sensitivity to cross-winds. General handling, 
which was always good, has not diminished through the soften- 
ing of the ride. Cornering and stability in most situations are 
above average. 

The Falcon steers with a positive, direct road feel at highway 
speeds. When parking it is apparent that the system does not 
have a power assist, but control is still light enough that power 
is neither necessary nor offered. 

The Falcon has a strictly Detroit concept for its interior — 
the bench seats are high, the seats firm, and overall comfort is 
above average for four persons but crowded for six. Entry and 
exit are excellent, even on two-door models. Trunk space is 
about average for the compact class, and accessibility is good. 

There are compacts that can do a specialized job of trans- 





Best rear seat in the compact class 
is found in Lark Cruiser, which has 
more legroom than some big cars. 















Corvair’s front luggage compartment 
is more practical and spacious 
with spare tire stored in the rear. 


portation better than the Falcon, but few in its price class 
come close to its record for all-around purposes. 


LANCER 


Although virtually identical in engineering to the Valiant, 
Dodge’s Lancer has several subtly different physical variations. 
From the outside and to a lesser extent, inside, the Lancer is 
more conservative than Plymouth’s compact. But alongside nearly 
any other compact car, the Lancer is anything but conservative, 
and engine options range from unassuming economy to a fire- 
breathing Six that turned in the fastest acceleration runs recorded 
during MOTOR TREND’s testing program of 23 compacts. 

In its milder forms the Lancer accelerates and performs 
moderately well for the 170 and excellently for the 225-cubic- 
inch powerplant. Gas mileage with these engines is average 
for the compact class. 

In the power-pack 225 version, the Lancer becomes excep- 
tionally potent and even bested the compact V-8’s in the 
0-60-mph acceleration tests. Driving through a manual trans- 
mission, the mileage was creditable and far better than that 
of many full-size V-8’s which turn 60 in less than 10 seconds. 

Dodge’s compact has the most impressive and desirable over- 
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all handling characteristics of any compact. On the open road it 
stays where it is steered, with virtually no tendency to wander. 
The ride is pleasantly firm, and the chassis recovers quickly 
and well from dropping into sharp dips or rising over a steep 
crown. At slow speeds over rutted or bad surfaces, the Lancer is 
a little harsh. As the speed increases, this harshness soon dis- 
appears and the ride becomes controlled. 

Inside, headroom in front is generous, and all except extra- 
tall individuals will be seated in comfort. Entrance or exit ease is 
only average for the compact class, although the doors swing 
to almost right angles, greatly facilitating either operation if 
the Lancer is not parked close to another car. The back seat 
also has ample headroom but long-legged persons might be 
uncomfortable over long trips, especially if the driver has the 
front seat in full-back adjustment. 

The Lancer is a many-sided compact, offering either moderate 
performance with moderate economy for normal driving, or 
sizzling performance with comparatively good mileage. 


VALIANT 


Plymouth’s Valiant had few changes at the beginning of the 
1961 model year. Later, Valiant introduced its first major re- 
finement, the 225-cubic-inch Slant Six that is also standard in 
the Plymouth. Testing was completed before the first 225 
versions were available, but the figures for a Lancer with an 
identical powerplant listed in the specification box will be 
reasonably similar. 

The 1961 Valiant standard 170-cubic-inch Six has only one 
significant difference, a lower compression ratio. This makes 
the engine a little more tolerant of low-octane fuel but has 
practically no measurable effect on performance or economy. 
Acceleration is moderately good for the compact class, and mid- 
range passing power with the automatic transmission is well 
above average. The manual is just a shade above the automatic 
in economy, with both cars falling a little closer to the average 
for the entire compact class. 

Road behavior is one of the Valiant’s most valuable assets and 
it ranks among the best of the compact class; some qualities, 
like cornering, are near the best when all domestic cars, regard- 
less of size, are included. Corners are taken flat with little tire 
squeal at speeds considerably above normal. Stability is excellent 
on tight corners or on the open highway. Bounciness is well 
controlled, although the compact does tend to be a little harsh 
over secondary roads at slower speeds. 

Inside, the passenger compartment is relatively unchanged. 
Six persons can be seated in moderate, but not the best of 
comfort. Headroom is generous and legroom ample, although 
the back seat tends to cramp long legs if the front seat is in 
full-back adjustment. The seat padding is firm but has an ex- 
cellent comfort factor, especially on long trips. 

Valiant would score very high when judged against any 
other domestic car for overall design. Unfortunately, in detail 
design and quality control, this isn’t always so true. The glove 
compartment is a good example. A bin-type arrangement, it is 
bigger than that of many full-size cars, but it opens with a push- 
button latch extremely difficult to operate. 


AMERICAN 


Rambler's American has all-new sheet metal this year. 
This is significantly unusual, for the American has customarily 
been one of the least changed cars each year. But its many 
familiar characteristics have not been lost. 

The American has two powerplants: one the long-standard 
90-hp Six, the other, Rambler’s 125-hp ohv Six, was intro- 
duced in mid-1960 and has not been tested in an American 
previously. As might be expected, the acceleration is considerably 
improved. Not so easy to predict was that the 0-60-mph time 
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would be identical for the two cars. This unvarnished figure 
obscures the fact that mid-range acceleration is far better and 
passing reserve greatly improved. 

Another assumption which also proved true was that the 
mpg figure would drop. Mileage is down a shade, but the 
difference was not worth recording. The American is still 
one of the most economical of all domestic-made sedans to drive. 

Roadability in the American in the past has been better 
adapted for around-town driving. This year the car seems to 
have a different feel. The best example of this comes at fast 
speeds on the open highway, where the car is fairly stable and 
gives a good ride — something which couldn’t always be said 
for previous models. Steering is responsive, and the car will 
out-maneuver practically any other domestic car in a parking 
lot. This isn’t so much due to the steering but to the smaller 
dimensions of the American. 

One thing that hasn’t changed is the general layout of the 
passenger compartment, which is one of the poorest for overall 
passenger comfort of any compact. Four and sometimes five 
persons can be seated with average comfort, but rarely six. 
The rear seat is the worst offender. Here the wheel wells en- 
croach on bench width and reduce it to two-person capacity. 
Legroom in front is ample, although full-back adjustment of 
the seat severely limits rear legroom. Headroom is excellent, 
according to the dimensions, but suffers from a rather curious 
flaw. The roof with its sloping sides causes both head-and 
shoulder room to be restricted. 

Even though the American is the smallest domestic car, 
it still has one of the best trunks in the compact class. 


LARK 


Without changing much on the outside, the 1961 Lark is 
undoubtedly the best compact that Studebaker has produced. 
With a proven V-8 and a new ohv Six, the line has more than 
a dozen power trains to greatly alter performance and economy. 

With four different versions represented, the variations in 
performance ranged from the hottest of the V-8’s to moderate 
acceleration for the new Six. In economy each power team was 
near normal for its performance and classification. One interest- 
ing fact was that the manual-transmission V-8 showed a sharp 
improvement over the Six in performance, while the corre- 
sponding drop in mileage was not too bad — in fact, in some 
instances the V-8 may get an even better mpg figure. 

The Lark’s new Six is a tremendous improvement over last 
year’s version in quietness, performance and economy. But an 
even more striking change in this year’s Lark is the way the 
car handles overall. The biggest upgrading is in steering, which 
has been sharply criticized in past years. This year Studebaker 
re-engineered the steering and actually reduced turning effort 
by nearly one-third. The change is quite noticeable, and with 
no loss in high-speed precision the Lark now maneuvers at 
slow speeds easily. 

Cornering in the Six has also been greatly improved and 
corners can be taken faster with less lean and little squeal. 
At high speeds the ride still tends to be soft, but a new element 
of stability has been introduced. The overall ride of any Lark is 
the equal of any car in the compact class. 

Interior space is more than ample and passenger comfort is 
above average. This is due partly to higher seat benches and 
a good attitude of the backs. Six persons can be seated in 
moderate comfort without too much crowding. The back seat 
is particularly good for the compact class, and the new body 
style introduced this year, the Cruiser, has exceptional legroom 
for rear seat passengers, even equalling many standard-size 
sedans. The quality of the Lark’s interior is somewhat better 
than normal for the compact class. One of the compact’s less 
desirable features is its trunk, which is below the compact 
average for convenience and carrying capacity. 
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THE MEDIUM-PRICED CARS 





MORE ALIKE THAN ANY OTHER CLASS, THESE CARS 
DIFFER IN A MOST UNSPECTACULAR WAY 


by John Lawlor 


HE DIFFERENCES found in the medium-priced field 

are probably harder to define than those in any 
other group of cars. All six makes are smooth, quiet, 
luxurious and relatively powerful. 

That, some critics argue, is why the class as a whole 
is not attracting the interest it once did. Each make is 
too much like its competitors to have much individual 
appeal. By way of comparison, substantial variations 
are found in the compact, low-priced and luxury fields. 

Yet there are important distinctions. Chrysler and 
Oldsmobile, for example, build entirely different kinds 
of cars. One is a superb highway machine, powerful and 
easy to handle at speed, while the other is a softly- 
sprung town carriage for sedate, elegant transportation. 

These examples are extreme, to be sure, but they 
point out that, alike as the medium-priced cars may 
be, they are not all intended for the same jobs. The 
series of reports that follow describe the strong features 
of each make, so the prospective buyer can tell which 
is best for his specific needs. 

Though still big and powerful, even the medium- 
priced cars reflect the general trend to reduced size 
and greater economy. Buick, Mercury, Oldsmobile and 
Pontiac are all shorter and narrower this year; Chrysler, 
Dodge and Mercury have cut prices; and all six are now 
available with lower-compression engines for use with 
regular fuel. 

Dodge and Mercury, in fact, have all but deserted 


BUICK 


A totally new chassis is featured in this year’s Buick, with an 
“X’ frame, redesigned suspension and triple-jointed, open drive- 
shaft in place of the familiar torque tube. The result is smoother, 
steadier road behavior that adds to the make’s highway potential 
without diminishing its luxury appeal. 

The 1961 Buick was tested in two forms, the 250-hp Le Sabre 
and 325-hp Invicta. Another series, the Electra, has a longer 
wheelbase but is powered by the same engine as the Invicta. 

Among the medium-priced cars, the 364-cubic-inch Le Sabre 
won top honors in economy and proved a moderately good 
performer as well. This same engine is available with an even 
thriftier 235 hp or a more potent 300 hp. 

Rapid acceleration and reasonable fuel consumption were 
also well combined in the 401-cubic-inch Invicta.» While one 
of the fastest cars in its field, it burned no more gas than the 
economy versions of several competitive makes. 

Turbine drive is now standard in all series; there is no manual 
gearing option. An exceptionally smooth transmission, it consists 
of a variable-pitch torque converter and a two-speed gearset to 
provide low and drive ranges. Behind it is the unusual new 
driveshaft. Formed in two sections, the shaft has not only the 
customary universals at either end but a third, constant-velocity 


the field. Each continues to offer a series in its tradi- 
tional class but is concentrating its attention on lower- 
priced versions, competing against Chevrolet, Ford 
and Plymouth. The other medium-priced makes, how- 
ever, still have three or four relatively expensive series. 

Chrysler's policy is most interesting and, apparently, 
has paid off. The make is the least changed in the whole 
group this year, yet is the only one which has shown a 
significant gain in sales. 

The principal reason is the new, less expensive 
Newport series. While mechanically similar to the big 
Dodge, it offers greater distinction for only slightly 
more money. 

Chrysler officials have another theory for the product’s 
current success. It is the only medium-priced car that 
has not lent its name to a compact. It retains the prestige 
of being a big car, even in its lowest-priced series. 
Today, when so many people are confused about what 


kinds of cars are being produced by what manufacturers, 


Chrysler’s simple approach seems to have assumed new 
importance. 

Still, prestige is an intangible factor. The points that 
can be measured are what really matter in the selection 
of a new car. Performance, roadability, comfort and 
quality are the aspects of design an owner has to live 
with. These are spelled out in detail for each medium- 
priced make in the following summaries of MOTOR 
TREND’s 1961 road tests. 





joint amidships to minimize vibration. 

The new driveshaft is now exposed rather than encased in a 
torque tube, necessitating changes in suspension. Coil springs 
are retained but with a new system of control links. The new 
Buick corners faster and flatter than before and holds the road 
steadily at high cruising speeds. At the same time, spring rates 
are still soft enough to absorb rough surfaces easily. Other cars, 
in the same class may be better on any one of these points but 
none can surpass Buick’s overall balance of them. 

Buick brakes continue to rate among the best to be found on 
any U.S. car. Their finned drums are engineered for fast cooling 
and, consequently, minimum fading. 

With GM’s other medium-priced products abandoning the 
“X” frame, it is surprising to find Buick embracing it this year. 
While extremely rigid, such a structure does not allow the 
interior roominess of a depressed front floor. Mid-seat footroom 
in front is restricted by the transmission hump and a bulky 
dash arrangement that looks like an embryonic center console. 
The rear compartment is spacious, though with deep floor wells. 

The difference in price between the Le Sabre and Invicta is 
reflected in interior finish. Upholstery and trim in the Invicta 
are of a much better grade. However, no difference in assembly 
quality is evident. Both cars are built with exceptional care. 

Buick continues to use a horizontal speedometer that is re- 
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flected into a mirror instead of being directly visible. 

At the rear of the car, Buick has placed the fuel tank over 
the rear axle and lowered the trunk floor for more useful luggage 
space. The new compartment is both wide and deep. 


OLDSMOBILE 


Elegance is the theme of the 1961 Oldsmobile. Once noted 
for exceptional performance, the make now stresses smooth, 
quiet Operation and luxurious interior treatment. 

The two cars tested were a Dynamic 88 with 250 hp and 
a big 98 with 325 hp. Also available are the Super 88, com- 
bining the smaller 88 structure with the higher-powered engine, 
and the Starfire, a bucket-seated convertible based on the 
Super 88 but sporting 330 hp. All three power ratings are 
derived from the same 394-cubic-inch engine design. 

Compared with the Dynamic 88, the 98 has more than 
enough extra power to offset its greater weight and is a full 
second faster in 0-60 time. Both cars have an edge on the 
acceleration of their 1960 counterparts but remain a bit 
under par for their class as a whole. 

In fuel consumption, less than one mpg difference was 
recorded between the two. The Dynamic’s only apparent 
advantage is that it will run on cheaper, regular gas. 

Both test cars were equipped with the new three-speed Hydra- 
matic, a simpler, lighter version of the popular automatic 
incorporating a modest torque converter in place of the old 
hydraulic coupling. As a lower-priced alternative, the 88’s are 
also offered with manual transmissions. 

Shifts in the new Hydramatic are somewhat more pronounced 
than in the previous four-speed design. They have the same 
smooth, almost slippery feel, however, blending well with 
the silky characteristics of the whole power train. 

With a switch to coil rear suspension, riding qualities are 
a trifle softer but otherwise unchanged. The Oldsmobile is 
still one of the finest riding cars in the entire medium-priced 
field. On the highway, it is stable with little pitching or side 
sway and, at moderate speeds, its springs absorb all but the 
roughest surfaces. 

Unfortunately, the emphasis on a good ride has more than 
an average effect on cornering ability. Tight turns cause an 
annoying degree of body lean and tire squeal. Directional control 
is good, however, thanks to GM’s relatively quick and accurate 
power steering system. 

Though the 1961 Oldsmobile is smaller than last year’s, its 





Chrysler Newport and Dodge Polara 
use same 265-hp engine. Alternator is 
used in place of old-style generator. 
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Oldsmobile is one of several GM makes 
now featuring recessed trunk space. 
Fuel tank is repositioned above azle. 





passenger comfort is just as good, if not better. The “X” 
frame has been scrapped in favor of a box-shaped structure 
which, combined with the smaller Hydramatic housing, allows 
deeply recessed floors. Seat cushions are nearly chair-height for 
an extremely comfortable position. 

Interior trim and upholstery tend to be ornate, even in 
the moderately-priced Dynamic. And the instrument panel is 
too self-consciously styled to be of maximum functional value. 
Materials are good, however, and assembly quality is out- 
standing. 

Like Buick, Oldsmobile has relocated the fuel tank so 
the luggage compartment can be deepened. As a result, the 
useful trunk capacity is greatly increased. 


PONTIAC 


A dazzling variety of options enables the Pontiac buyer to 
build a car to his exact performance requirements. Ten standard 
engines, four transmissions and seven axle ratios make up the 
basic power trains. 

The 1961 Pontiac comes in four series: Catalina, Ventura, 
Star Chief and Bonneville. 

The 389-cubic-inch engine is available with horsepower 
ratings of 215, 230, 235, 267, 283, 287, 303, 318, 333 
and 348, depending on variations in compression, carburetion 
and valve timing. And, if these aren’t enough, the factory also 
authorizes parts packages that now raise output as high as 
386 hp! These are specially installed by the dealer, however, 
and are not normally found on cars in the showroom. 

For a key to the powerplants that are used in each series 
and with particular transmissions, see the specification chart 
on page 79. 

The two Pontiacs tested were standard Hydramatic combi- 
nations for their respective series, a 267-hp Catalina and 303-hp 
Bonneville. The first was average in both performance and 
economy, while the second was one of the fastest medium-priced 
cars tested, yet consumed no more fuel than normal for a vehicle 
of its powez. 

The transmission differed, though both were Hydramatic. 
In the Catalina and Ventura, the new three-speed version is 
used while the larger Star Chief and Bonneville retain the 
traditional four-speed. Both are smooth and responsive, though 
the older design seems somewhat more efficient. 

All series can also be had with a three-speed manual, in 
either normal or heavy-duty form, as well as a four-speed manual. 

Because of its shorter wheelbase, the Catalina corners some- 
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Buick offers optional interior finish 
for its Invicta series with pleated 
upholstery, front and rear armrests. 














he “X” 
tructure 
allows 
ight for 


‘ven in 
vanel is 
| value. 
is Out- 


ank so 
ilt, the 


yer to 
andard 
up the 


entura, 


epower 
. 338 
uretion 
ry also 
igh as 
wever, 


series 
. chart 


combi- 
}03-hp 
e and 
-priced 
vehicle 


matic. 
ion is 
in the 
hough 


ial, in 
anual. 
some- 














what better than the Bonneville, but both cars have handling 
qualities near the best in their class. The power steering is lively 
and accurate, if a bit too slow for really fast corrections. 

For all its handling stability, the Pontiac also rides comfort- 
ably. Soft coil springs absorb most road shocks with little noise 
or vibration. Superior handling and riding qualities can be 
combined largely because of the car’s extremely wide tread. 
By spreading each set of wheels far apart, stability is improved 
without sacrificing low spring rates. 

Pontiac has become an advocate of the box-shaped frame 
and takes advantage of it to provide a depressed floor. With 
seats about the same height from the ground as before, passen- 
gers ride more erectly and comfortably. 

Interior fabrics are consistent with the car’s price and appear 
both attractive and durable. Pontiac’s assembly quality is on a 
--r with that of its competitors but a bit below the usual GM 
standard. 

While Pontiac does not have the lower trunk floor found 
in other GM makes this year, it still manages to provide a roomy, 
vell-proportioned compartment. This is especially true of the 
big Bonneville, which puts its extra length to work as luggage 
space. 


MERCURY 


Conservative performance and a unique springing system 
are highlights of the Mercury Monterey for 1961. The car 
represents a complete change for Mercury, though its design 
is based extensively on the current Ford. 

With the introduction of the Meteor 600 and Meteor 800, 
Mercury has dropped into a new price field and left only 
one series, the Monterey, in its traditional class. 

The standard powerplant is a 175-hp, 292-cubic-inch V-8, 
lowest-powered engine in any medium-priced car. As tested, 
it was the mildest performer in the group though, surprisingly, 
only slightly better than normal in fuel economy. Mercury’s 
hottest option, delivering 300 hp and displacing 390 cubic 
inches, was also tried but scored just average figures for both 
acceleration and fuel consumption. Between the two extremes, 
there is also a 220-hp, 352-cubic-inch unit. 

Fitted to both of MT’s Montereys was Mercomatic, Mercury’s 
adaptation of the familiar, reliable Borg-Warner automatic. 
It consists of a torque converter and three speeds. A conven- 
tional manual and two-speed automatic are also offered. 

Mercury shares several 1961 innovations with Ford, notably 
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Pontiac’s 389-cubic-inch engine comes 


in a choice of 10 different output 
ratings, ranging from 215 to 348 hp. 















































Gas 
CAR 030 045 060 Mileage 
BUICK 
Le Sabre Sedan 
250 hp, Automatic 3.9 7.1 10.6 14-18 
Invicta Hardtop 
325 hp, Automatic 3.4 5.6 8.8 12-16 
CHRYSLER 
Newport Hardtop 
265 hp, Automatic 3.5 6.4 9.6 12-16 
New Yorker Sedan 
350 hp, Automatic 3.9 6.6 98 10-14 
300-G Hardtop 
375 hp, Manual 3.5 5.4 8.3 9-13 
DODGE 
Polara Convertible 
265 hp, Automatic 3.8 6.3 10.1 11-15 
Polara Hardtop 
325 hp, Automatic 3.6 5.7 8.9 10-14 
MERCURY 
Monterey Hardtop 
175 hp, Automatic 5.4 9.0 14.5 12-16 
Monterey Sedan 
300 hp, Automatic 4.2 7.0 10.2 10-14 
OLDSMOBILE 
Dynamic 88 Hardtop 
250 hp, Automatic 4.2 74 11.5 10-14 
98 Hardtop 
325 hp, Automatic 4.0 7.0 10.5 10-14 
PONTIAC 
Catalina Hardtop 
267 hp, Automatic a5 6.5 10.2 11-15 
Bonneville Hardtop 
303 hp, Automatic 3.3 5.7 8.8 10-14 











Buick also has recessed luggage space 
for 1961 but compartment is awkward 
to load because of high deck opening. 





Chrysler is only medium-priced car to 
provide complete set of instruments. 
Gauges are inside huge plastic bubble. 
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a 30,000-mile lubrication interval. It has a special chassis feature 
of its own, however, in its unusual method of suspension. Extra 
shackles front and rear allow the wheels to move backward as 
well as up under impact from the road. This results in a very 
smooth ride for a car of the Mercury’s size and is particularly 
effective in reducing the “thump” from such irregularities as 
tar strips. 

Fortunately, the extra wheel movement does not have an 
adverse effect on handling. The action is controlled so that 
proper tread and camber are maintained at all times. 

Noticeably easier to control than last year’s model, the new 
Mercury is stable both in turns and on fast straights. Body sway 
is within reasonable limits and tire squeal is no worse than 
average. The power steering, however, comes in for minor criti- 
cism. While ir is fairly quick and has a live feel, it does not 
respond with absolute precision. 

Interior space compares favorably with that of the larger 
1960 version. The transmission bulge is more in the way, 
though, because the new Mercury’s shorter wheelbase has forced 
the housing farther back into the passenger compartment. Over- 
all finish is about average in both materials and assembly. 

Small touches worth noting include clearly marked power 
window controls for the driver to eliminate needless fumbling, 
a blinking parking brake light that is impossible to ignore and 
a rubber strip set into the side trim to prevent minor nicks and 
scrapes from the doors of other cars in crowded parking lots. 

Against such careful planning, a poor trunk design stands out 
in sharp contrast. The compartment has a huge cubic capacity but 
is altogether too shallow to be of serious practical value. Normal 
luggage must be juggled to fit properly. 


CHRYSLER 


Unsurpassed as a highway machine, Chrysler is the least 
changed make in its class this year. The car’s greatest novelties 
for 1961 are a new “economy” version and an optional, three- 
speed manual transmission. 

Chrysler has four series: the 265-hp Newport, 305-hp Wind- 
sor, 350-hp New Yorker and 375-hp 300-G. Of these, all but 
the Windsor were subjected to testing. 

The Newport is a lower-priced addition to the line, based 
on the same 361-cubic-inch engine and same mechanical com- 
ponents as the Dodge Polara. Though much less powerful than 
the 413-cubic-inch New Yorker, it is also lighter in weight and 
proved an equally good performer. 

Across the board, Chrysler has outstanding acceleration. It is 
the only make in its field which, with any engine option, can 
record 0-60 times of less than 10 seconds. And the mighty 
300-G, powered by a ram induction version of the New Yorker 
powerplant, was the hottest of all the medium-priced cars 
tested. 

Newport and New Yorker economy was average for cars of 
their power, while the 300-G paid for its performance with the 
poorest mileage in the group. 

The two lower-powered cars had Torqueflite, Chrysler’s re- 
sponsive automatic that combines a torque converter and three- 
speed gearbox. Fitted to the 300-G was an all-new manual 
transmission but it showed no performance advantage over a 
similarly powered car with the automatic. It was also difficult 
to use in traffic because it lacked a synchronized first gear. 

Chrysler handling still rates as the best in the make’s field. 
Because the suspension is relatively firm, the car is extremely 
stable at high speeds, whether headed down a straightaway or 
around a tight corner. This is particularly true of the 300-G, 
which has even stiffer springs than the other series. 

Riding qualities are also good, though harder than those of 
other makes in the group. Rebound is fast and causes some tire 
slap traversing a series of small bumps. However, very little 
shock reaches the passenger compartment. On this point, the 
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300-G gets an especially low rating; it does have a severe 
tendency to vibrate on rough surfaces. 

Inside, all three series share virtually the same dimensions. 
High-backed driver’s seats are featured in the Newport and 
New Yorker, while four individual buckets accommodate the 
passengers in the 300-G. Materials are of excellent quality but 
details of assembly show signs of carelessness. 

Chrysler is one of the few makes that provide a complete 
set of instruments. At night, electroluminescent lighting makes 
them easy to read, yet free of glare. Unfortunately, though, they 
are placed at varying distances from the driver’s eyes and cannot 
all be taken in at a quick glance. 

One instrument, the ammeter, verifies Chrysler's claims for 
an interesting change under the hood. An alternator has replaced 
the generator and provides a charge even at idling speeds. 


DODGE 


The performance and roadability that make Chrysler a top 
road car are also featured by Dodge. Only one medium-priced 
series is offered, the Polara, and it is virtually a mechanical 
duplicate of the Chrysler Newport. 

Aside from its distinctive sheet metal, the Polara’s main 
advantage over the Newport is its broader selection of engines. 
The same 265-hp, 361-cubic-inch unit is standard but, in addi- 
tion, there are 325- and 330-hp options based on a 383-cubic- 
inch block similar to that used for the 305-hp Chrysler Windsor. 

The 265-hp Polara was tested as a heavy convertible and, as a 
result, did not reveal the maximum potential of its performance. 
Nonetheless, it was among the better accelerating medium- 
priced cars and delivered reasonable mileage. A 325-hp version 
also underwent MT’s scrutiny and proved very fast. Its fuel 
consumption was average. 

Dodge’s third power alternative, the 330-hp unit, features 
ram induction. It is an enthusiast’s engine, capable of terrific 
acceleration at the expense of silence and overall flexibility, 
while the 325-hp unit provides very high performance with 
greater suitability for normal highway use. 

The transmission in both test vehicles was Torqueflite. 
With a variation cf 60 hp, it seemed to react differently. It was 
quite smooth in the 265-hp car but shifted rather abruptly in 
the 325-hp. A new heavy-duty manual, similar to Chrysler’s, 
is also offered by Dodge. 

The springing consists of torsion bars at the front and semi- 
elliptics at the rear, the customary arrangement for a Chrysler 
product. Because of its relative firmness, it is extremely stable. 
Add precise, quick power steering and the degree of control is 
remarkable for a vehicle of the Polara’s size. 

However, the stiff springs also affect riding qualities. MT’s 
pair of Polaras were comfortable under most conditions, but at 
moderate speeds over rough surfaces, the very circumstance that 
shows most medium-priced cars at their best, there was a distinct 
vibration. 

Both cars were finished inside with a luxurious, pleated vinyl. 
The driver’s side of the front seat had a high back for firmer 
support on long trips. 

The dash layout is little changed from last year. A legible 
speedometer is mounted above the dash proper, where the driver 
can see it with the least possible movement of his eyes from 
the road. Secondary instruments, however, are set low and are 
hard to read at a quick glance. 

Dodge’s assembly quality appears very good for a Chrysler 
product but is only average for the medium-priced class as 
a whole. 

One last comment has been reserved for an accessory fitted 
to the 325-hp test car. Special front and rear bumper guards 
had rubber inserts to prevent dents and scratches while parking 
or pushing, strong evidence that Detroit designers have begun 
to understand just how their creations are actually used. 
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THE LUXURY CARS 


A WHOLE CLASS OF CARS THAT IS CHANGING ITS PERSONALITY IN 
ORDER TO ESTABLISH NEW CRITERIONS OF LUXURY 


by Bob Ames 


wnevr FANFARE, the luxury cars of Detroit are 
changing. The pressing reason is that many low- 
and medium-priced lines have assumed qualities 
once the exclusive domain of luxury cars. This makes 
it difficult to sharply define any significant differences 
between lower-priced and expensive cars, although 
these differences certainly do exist. 

Size, for example, is no longer any indication 
of price. A Buick, Oldsmobile, or Pontiac can be 
longer than a Cadillac, while a Mercury is actually 
longer, wider and higher than a Lincoln Continental. 
Likewise, inside dimensions often mean little —a 
Plymouth has more hip space than an Imperial; a 
Chevrolet, more headroom than a Cadillac; a Ford, 
more legroom than a Lincoln; and a Falcon seats 
more people than a Thunderbird. 

Quality of construction, materials and workman- 
ship is something which can be pinpointed accurately. 
In the luxury field it is far greater than in any other 
class of cars. In this review it is judged by luxury 
standards, and a car that rates only average for this 
class might be far superior to a compact made by 
the same corporation. 

Perhaps the most tangible asset of the luxury class 


CADILLAC 


Cadillac is one of the most respected cars in the world — yet 
it is the most conservative luxury car made in this country. 
Instrumentation, interior finish, details and overall design, 
although tastefully moderate, are exceptionally well planned 
with superb quality in carrying them out. 

Like all other cars in its class, Cadillac has only one power- 
plant, a 390-cubic-inch V-8. Driving through a 3.21 rear axle 
ratio, MOTOR TREND’s test Sedan De Ville was the best per- 
former of the luxury class by a tenth of a second. Acceleration 
was smooth and mid-range passing reserve good. The gas 
economy is not good, but the final figures were about normal 
for the luxury class. 

The ride at high speeds, which was always good, has been 
considerably improved by engineering changes in the front 
suspension. Stability is better, and the feel of control at all 
speeds is more precise. Overall behavior of the car during 
cornering, acceleration and braking is also better, and judged 
by luxury-car standards Cadillac is a good-handling car, 
although not the best in its class. 

Cadillac has a new body this year. However, the styling is 





is the ride. In nearly any other class of cars, the 
luxury ride would be too soft for practical purposes. 
But with heavier cars and an excellent balance be- 
tween sprung and unsprung weight, the luxury class 
achieves a soft ride combined with reasonably good 
stability at most speeds. 

Passenger compartments are well insulated from 
the road and wind. Even in heavy traffic conversation 
can be carried on in normal tones if the windows are 
rolled up. 

Generally speaking, the luxury class scores high 
in passenger comfort, ride, detail quality, back seat 
room and accessory placement. Conversely, overall 
handling, gas economy, traffic and parking maneuvers 
and luggage capacity are often below normal. 

Ford’s Thunderbird may seem like an interloper in 
the luxury class. However, the Thunderbird is far 
removed from its original concept of a two-seat 
personal car. Gradually it has assumed more traits of 
a true luxury car, while keeping the image of a 
specialty car. This transition may be almost over for 
the Thunderbird. But it may be only beginning for 
the luxury three — already there are signs that other 
carts are moving toward the Thunderbird concept. 


so close to last year’s that design benefits could be overlooked. 
The body shell is shared with other GM cars but in Cadillac’s 
is stretched out to give more room in the back seat. In front 
the dogleg has been eliminated; in back the door is six inches 
wider and opens 714 inches more, both of which make entry 
and exit far less complicated. In most interior dimensions; 
Cadillac is no better than most other standard-size GM sedans. 
Front seat room for passengers is generous but not spacious; 
head- and hiproom in the back are about average, but due 
to the stretched-out body several inches have been added to 
legroom. 

Cadillac seems to favor a soft ride for comfort, compensating 
with firmer upholstery to support back muscles during long trips. 
In practice this combination is exceptionally compatible, and 
long trips are pleasant and not too tiring. True to luxury stand- 
ards, the passenger compartment is remarkably quiet, without 
a whisper of road, engine or wind noise. 

The general layout of the dash panel is extraordinarily 
practical. Without moving his left arm from the armrest, the 
driver can open the door, lock all doors, open any window or 
vent, adjust the front seat six ways or adjust the outside rear 
view mirror. One can also control easily with his left hand the 
cruise control, lights, air conditioning or windshield wiper. 
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Imperial’s instrument cluster is big, impressive and 
ornate. Electroluminescent lighting, a 1960 
carryover, makes controls exceptionally legible at night. 


LINCOLN CONTINENTAL 


The biggest difference in the Lincoln Continental is easy to 
see, but other, more subtle, engineering changes have greatly 
altered the way it performs and handles. In the long run, these 
developments may be more significant than the new styling. 

With the largest (displacement) engine of any domestic car, 
performance is somewhat limited by a two-barrel carburetor. 
This is reflected in both the acceleration and economy figures. 


Gas 


CAR ee Mileage 


CADILLAC 
IMPERIAL 
LINCOLN CONTINENTAL 


THUNDERBIRD 
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With the automatic gear selector in park position, 
Thunderbird steering wheel can be swung 10 inches 
to the right for easier driver entry and exit 


On one hand, the Lincoln is the slowest accelerator of the luxury 
field; on the other, it has the best miles-per-gallon range. Per- 
formance figures are a little misleading, however, especially in 
the mid-range speeds. From 20-60 mph there is far more reserve 
than might be expected from the 0-60-mph time. 

Overall ride and handling qualities have been materially 
improved. The ride is good, according to luxury standards. On a 
broader scale, it ranges to the soft side, and has a slight tend- 
ency to float at high speeds. This trait is seldom encountered 
at legal speeds and will probably never be noticed by normal 
drivers. Cornering is better but still less than good, and sharp 
turns at fast speeds will produce a certain amount of wallow. 

Along with its new styling the Continental took on new 
dimension: overall length is 15 inches shorter and wheelbase 
eight inches less. Slow-speed maneuvers are a lot simpler, but 
driver vision close to the front wheels is limited, and parking 
is largely a matter of guesswork. 

Inside, the Lincoln has one of the better front seat layouts 
of any domestic cars for two passengers. Although not actually 
bucket seats, the backs are slightly contoured and well fitted to 
the average person. A fairly wide armrest supports a third pas- 
senger’s back, but his comfort on long trips is limited. The 
padding of the seats is one of the softest currently offered. It is 
exceptionally comfortable for short periods but offers little 
solid support for long trips. 

Driver controls are diminutive in appearance but are well 
placed and easy to read. The fresh air controls are extra-practical: 
a single button operates heater, air conditioning and vents. 


IMPERIAL 


Imperial is the only Chrysler Corporation car that still retains 
the principle of sheet metal bolted to frame. Except for this 
difference, overall engineering features are the same as in other 
corporation cars. 

The test car’s 413-cubic-inch V-8 is not the biggest displace- 
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Horizontal panel above Lincoln’s door lock control 
flashes red light if one or more doors are unlocked. 
Switch will lock or unlock all doors simultaneously. 


ment in the luxury field but does have the highest power rating. 
This powerplant is teamed only with Chrysler’s Torqueflite, one 
of the smoothest and most efficient automatic transmissions 
currently available from Detroit. The Imperial has ample per- 
formance, with particularly good reserve for mid-range passing 
maneuvers. Mileage, while not outstanding from an overall 
standpoint, is about average for the heavier luxury field. 

What is impressive is the car’s handling, which is good for 
any class of cars and the best of any car in the luxury field. 
Stability is excellent at any speed, cornering precise and the ride 
pleasantly firm. Physically, the car is the biggest 1961 car and 
slow-speed maneuvers emphasize this fact. Judgment is largely 
intuitive, normal parking problems are more difficult and much 
of the car’s handling potential is lost in traffic, simply because 
it is too unwieldy for heavy city traffic. The better handling 
qualities are an advantage more on the open highway, where 
the ride is stable, precise and well above average for comfort: 

Imperial’s passenger compartment has generous proportions, 
especially in the back seat area. Overall passenger comfort is 
above normal even for the luxury class, although a large trans- 
mission hump makes riding in the middle awkward. Noise and 
drafts have been virtually eliminated from the inside, making 
it difficult to get any sensation of speed — which emphasizes 
an excellent Imperial option, its cruise control. Rather than 
depend on a buzzer which the driver could ignore, Imperial’s 
speed control fights back by abruptly shoving the driver's 
throttle foot upward when a pre-set speed has been reached. 

Like its exterior features, Imperial’s interior dppointments 
lean toward ornateness. But this does not detract from their 
practical placement for everyday use. The air conditioning unit 
has been redesigned with two vents on the dashboard. 


THUNDERBIRD 


Ford’s Thunderbird is the only domestic car that is success- 
fully bridging the transition from specialty car to the luxury 





Cadillac’s left armrest is location of many of the 
controls for car’s electrical accessories. Nearly 
any driver control can be changed without moving arm. 


field. This change is not complete, and may never be. The 
Thunderbird will probably always be primarily a four-passenger 
specialty car but based on luxury-car standards. 

One luxury-car peculiarity that Thunderbird now has is that 
only one engine, transmission and rear axle ratio are available. 
Performance is about average for the luxury class, while gas 
economy is a little better than normal. 

The Thunderbird’s suspension has been redesigned, the tread 
is one inch wider and the power steering has been quickened. 
These changes add up to better roadability. While spring rates 
are still quite soft, causing some float at highway speeds, body 
sway in turns has been sharply reduced. Cornering and highway- 
speed driving are considerably improved over last year, without 
any harshening of the ride. ; 

The Thunderbird retains most of its specialty-car flavor in- 
side the passenger compartment. Each seat is an individual 
bucket, with a console down the middle dividing the interior 
lengthwise. The console has been reduced in size this year, and 
in the rear a middle passenger can be seated, actually if not 
practically. Driving controls are well placed, although some 
may find the steering wheel a little too close. One new option, 
the steering wheel which can be moved to the right, makes it 
easier for driver entry and exit. 

Carrying a lot of luggage is a provoking problem on the 
Thunderbird. On the convertible the top folds into the trunk, 
making the open-air T-Bird unusually sleek. However, this 
eliminates practically all usable trunk space when the top is 
down — and seriously limits it when the top is up. This feature 
is also a limitation of the sedan, which has a normal trunk but 
for most hauling situations has little more usable capacity than 
the convertible. 

Judged by luxury-car standards alone, the Thunderbird is not 
quite a match for the best cars in its class in the normal, pure 
luxury qualities, such as ride, comfort and passenger capacity. 
But the car has distinct and unique features that no other 
luxury car can offer. 

MOTOR TREND/JULY 1961 47 














48 MOTOR TREND/JULY 1961 











SS ——( i UML 








THE SUPERCHARGED 


PONTIAC 


LE MANS 


a show car that houses a surprisingly modified engine 


pe CARS are seldom “go” cars, but the Le Mans Coupe, a 
special version of Pontiac’s Tempest built for the Inter- 
national Auto Show at New York, is an exceptional exception. 
Under the hood was an experimental supercharged Slant Four, 
and if Pontiac ever produced it in quantity, the Le Mans 
would probably be the hottest Detroit car in the country. 

People at Pontiac are quick to affirm that the Le Mans in 
supercharged form will never be anything but a sporty show 
car. There is little reason to doubt them either, since Detroit's 
experience with supercharged cars has always been disappoint- 
ing. But the rest of the Le Mans, or parts of it, may have a 
good chance for ultimate production. 

There are a few cars that seem to have just the right amount 
of chrome in just the right places. The Le Mans is one of them, 
and has unquestionable appeal with its combination of trim 
and sheet metal. 

The chrome-plated wire wheels with knock-off hubs are 
the piece de resistance that sets off a striking exterior. For 
many persons wire wheels with their sharply defined narrow- 
band whitewalls will make the coupe. This is a Le Mans styling 
feature that Pontiac undoubtedly never will offer with a stock 
Tempest, since these wheels are expensive, hard to keep clean 
and easy to damage. 

Inside the Le Mans, the overall design is equally excellent. 
Like the exterior, the passenger compartment is little different 
from a standard Tempest. However, the choice of trim and the 
location of chrome seem to be exactly right. 

There is one interesting and peculiar piece of trim in the 
interior. Earlier this year Pontiac expounded the virtues of a 
near-flat front floor. In the Le Mans, the transmission hump 
is entirely chromed with small vertical strips, making the 
hump, to the eye at least, the most obvious feature of the 
passenger compartment. 

The semi-bucket seats make it virtually impossible to seat 
a third person in front. But the floor-mounted transmission 
shift lever makes it even more so. Directly ahead of the trans- 
mission lever on the transmission hump is a tachometer. 

The instrumentation and driver controls are stock, except 
for one item. On the right is a button labelled “Push to Stop 
Engine.” Actually this isn’t a panic button but turns off the 
magneto, the only way to get the supercharged Tempest 
powerplant to quit. 

The engine is undoubtedly the most interesting feature of 
the Le Mans. Since.they have announced the firm intention of 


The pictures at left point out many of the eye-catching 
features of the Tempest-based Le Mans. Most viewers 

are understandably awed by the GMC supercharger 

that rides high on the four-cylinder engine. A small 
button on the dash (picture at lower, left corner) 

must be pushed to turn off the magneto and stop 

the engine. Note the location of a tachometer on the 
chromed transmission hump — quite novel for a Tempest. 


doing nothing with the car but showing it, Pontiac engineers 
have released very little information, except that it is a stock 
Tempest Four with a GMC blower. 

Ordinarily, this would make it exceptionally difficult to pin 
down any reliable performance figures. But last December a 
well-known West Coast hot rodder did the same thing with a 
Tempest engine. The hop-up artist who modified the Slant 
Four was Mickey Thompson, who is as familiar with Pontiac’s 
engines as he is with ultra-high speeds. 

Thompson’s supercharged Tempest was a rail job, and the 
engine was not exactly stock. The bore and stroke were normal, 
but special pistons, connecting rods and camshaft were in- 
stalled, along with a Scintilla Vertex magneto and a 4-71 
GMC blower. 

The first run with the Tempest four-cylinder engine turned 
in a fantastic record. The top speed was 151.54 mph, and the 
e.t. 9.94 seconds for the quarter-mile. While the rail job did 
far better than the same setup would get in a stock Tempest 
sedan, the increase in acceleration could be incredible. 

All of this leaves the two important points unanswered. The 
first has to do with the exterior and interior of the Le Mans. 
Overall, and without being basically different from a stock 
Tempest, the Le Mans is a magnificently finished automobile. 
Since the car is definitely a show car without any plans for 
production, there must have been a reason to exhibit it in 
New York. 

The most logical reason seems to be that Pontiac wanted to 
get firsthand public reaction to a compact that went all the 
way on quality, both in materials and trim. The reaction was 
overwhelmingly enthusiastic, and this may mean a sharp 
upturn in the detail quality on compacts. There is good evi- 
dence that this is already happening, with the mid-year an- 
nouncement of sports coupes for almost ‘every compact line. 
The difference between a low-priced compact and an expensive 
one may well be the difference between a stock Tempest and 
the Le Mans — simply one of overall quality. 

The second point is obvious and concerns the supercharged 
engine. The reason for this is a little harder to pin down. 
Of course, Pontiac may have just wanted something spectacular 
to call attention to the Le Mans at the show. On the other 
hand, the design is so complete that even the hood has a row 
of air louvers on the left side. Moreover, it is a well-known, 
but little publicized, fact that the Le Mans, sans exterior 
chrome and wire wheels, has made some fantastic acceleration 
tests on Detroit test tracks. 

Pontiacs have always been outstanding performers at the 
drag strips with their big engines, and it seems only logical 
that the Tempest should follow this line. But regardless of the 
reason for the supercharged Le Mans, one thing is certain — 
Mickey Thompson proved that a supercharged Tempest engine 
was practical, and Pontiac engineers proved that it will fit in 
a stock Tempest. 

The Tempest owner who is performance minded and has 
the mechanical talent to install a GMC blower can give a 
tremendous surprise to any stock-car owner who challenges 
him at the drag strip. /Mt 
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ROAD TEST 


RENAULT 
ORDINI 


Add a few horses and a new transmission 
and the Dauphine becomes a tigress 








rr ALL-OUT ECONOMY CAR has come a long way during the 
past five years of its development by European builders 
for American drivers. And it takes little more than an hour 
or so behind the whee! of Renault’s new higher-performance 
Gordini model to prove this fact. 

While the power rating is advanced by only eight horses 
from the original Renault Dauphine rating of 32, the addition 
of a well-ratioed four-speed transmission transforms this Gordini 
version of the well-tried Dauphine from a princess into a 
beady-eyed little tigress 

Outwardly, it has vastly improved interior trim, combining 
vinyl and cloth, or all-vinyl seats and panels. Other obvious 
Gordini signs are vented disc wheels in place of the solid discs 
of the Dauphine, and a spate of chrome lettering on the front 
fenders. 

Under the rear deck lid where the engine hides is something 
else again. French racing designer Amedee Gordini, now a 
special consultant on power trains for Renault, has pumped 
almost a 25 per cent boost in power output into the Dauphine 
engine without altering the basic 845 cc (51.54-cubic-inch) 
displacement of the engine. Intake valve head size has been 
slightly enlarged by .047 of an inch to 1.11 inches. The intake 
valves open to seven degrees before top dead center on the 
Gordini, compared with six degrees on the Dauphine engine, 
and they close 45 degrees after bottom dead center, compared 
with 30 degrees on the Dauphine. 

The camshaft redesign and resultant change in valve timing, 
plus some very intelligent work in smoothing out manifolding 
kinks, both on exhaust and intake sides, have worked wonders 
at putting a snarl in the proper place of this little car’s engine 
note. There is, of course, a different ignition curve, and to 
facilitate the tighter engine wind-up with the new camshaft, 
valve springs are heavier enough to hold down valve bounce. 

But the big value package offered in the Gordini version 
not obtainable without expenditure of hundreds of dollars 
worth of conversion work, is the beautiful little four-speed 
transmission. This is an option that some thousands of loyal 
Renault Dauphine owners must have sworn was the thing 
they needed most — and the Gordini certainly has it. 

The new cam does not “come on” to any great shakes down 
at the bottom of the power curve, and even by popping the 
clutch, it is almost impossible to induce wheelspin in low-gear 
take-offs. But low cog, with a transmission ratio of 3.7, does 
allow the little car to roll rapidly to the 20-mph mark before a 
fast shift into second. There’s no great strain getting to 40 
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The most obvious indication that the Gordini is more 
than a Dauphine is offered by the improved 
interior trim. Vinyl and cloth combinations are used. 





The more startling changes in the new Renault are 
in the engine compartment. The Dauphine engine 
has had its power potential boosted almost 25 per cent. 


mph in second, and third gear, (with the cam coming on) will 
carry a spirited driver right up to 60 mph. Jn fact, accelera- 
tion tests let third cog carry the car just past the 60 mark on 
the dead-accurate speedometer for a rather remarkable 0-60 
time of 22.3 seconds, considering that the car weighs some 
1600 pounds wet, and the little 845 cc engine puts out just 
40 hp at full cry — turning 5,000 rpm at peaking speed. 

This calls for a side note right here about the speedometer, 
which is an indicator of the kind of tight quality that shows 
all around this Gordini model. A check showed the speedo dead 
on the money at every five-mile increment from 25 through 
70 mph, without enough waver to notice on the checking 
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instrument. Not only that, but the odometer was dead accurate, 
on a 100-mile check. 

On other quality items, the interior finish, including up- 
holstery, door panels, floor mats, vinyl headliner, chrome trim 
and door fit, all rated “excellent” marks by the testing crew. 
Exterior chrome, paint and panel fit also were as fine as you 
could ask even from a car costing much more. 

There were more plus marks for the seven-cubic-foot luggage 
compartment, which latches from the inside, and is free of the 
burden of a luggage-soiling spare tire and wheel. This, as with 
the Dauphine, lives in a separate, lower compartment up front, 
where it doubles as a shock-absorbing bumper in crack-ups. 

Back inside for a minute, there’s no stinting on instruments, 
with both a fuel gauge and temp gauge on the panel, with 
the speedo and the usual warning lights for oil and amperes. 
The speedo lacks .a-trip or a tenth-mile reading, which is tough 
on rallyists, but what it lacks in markings it makes up in 
accuracy. An engine as spirited and willing as the Gordini could 
certainly use an accessory tachometer — and an oil gauge. 

Elsewhere in the cockpit, the wipers are simply designed 
and lay neatly against the bottom of the windshield in “park” 
position — something that can’t be said for a number of 
economy sedans. There are two open-mouth glove compart- 
ments, one rather large and the other, at the driver’s left, a 
tiny cubby suitable for cigarettes and smaller items. The doors 
have snug, neatly trimmed side pockets for maps and papers. 

The floor-mounted shifting lever retains that strangely dis- 
connected Renault feeling, which makes you wonder if there’s 
really anything coupled to the other end — until you get used 
to it. And there’s really no reason why it shouldn’t be bent 
back more toward the seat, since the throw up into low and 
third gears will tax the longest arms, if the seat is full back 
for six-foot drivers. 

In the handling department, the Gordini version is still 
basically Dauphine —a rear-engine car with 60 per cent of 
the weight on the back wheels. This, of course, spells oversteer, 
with a capital “O,” and any driver unfamiliar with rear-engine 
cars is advised to restrain any gay abandon in cornering well- 
over-the-head until he finds out the true facts of life about 
swing-axle hop and the tendency of rear engines to come 
‘round for a look at the front every once in awhile. 

But under the urging of an experienced hand, the Gordini 
with that little extra load of horsepower, and a transmission 
which encourages fast, slick downshifting, can be a delight 
in the bends and corners. There has never been any question 
but what Renault has long offered one of the best rides of any 
short-wheelbased car in the world — even in the old postwar 
4-CV models. The Gordini is no exception, and the new Aero- 
stable rubber bag suspension device does give a solid, mounted- 
in-rubber feeling to the entire car. 

All this is aided, of course, by rack-and-pinion steering, the 
most accurate system yet devised for precise control of an 
automobile. Although it does require 4.6 turns from lock-to- 
lock, a seemingly long wind-up of the wheel, the Gordini 
moves quickly to exactly the place you point it, with an 
absolute minimum of effort. What’s more (and what really 
accounts for the 4.6 turns), is a remarkably short 30-foot 
turning circle, which means that the car turns in its own length. 

Braking on Renault cars has always been good, and the 
Gordini has the Dauphine’s nine-inch brakes, aided by cooling 
from the slotted wheels. A neat pressure compensator system 
insures against overloading the braking action of the light 
front end. 

For the cold-climate buyer, the excellent heavy-duty heater 
of the Dauphine is included in the purchase price of the 
Gordini, complete with a defroster. The whole package is 
operated with simple controls, and it is almost possible to 
cook a passenger by diligent use of the heater. There is a second 
duct and heater outlet under the rear seat. 

And speaking of seats, there is passenger room in the rear 


seats, and the front seats have a four-position adjustment for 
inclination of the seat backs and individual tracks for the two 
front bucket seats. 

Front windows are of the proper roll-down type, the ones 
in the rear doors are sliders, but work well enough. The fuel 
tank (mounted back by the engine and not up front) holds 
814 gallons, while the little engine operates on a budget 
basis with only 214 quarts of oil. The gearbox holds 234 
pints, and the tires are full-sized 5.50 x 15 shoes, providing 
fewer revs (and less wear) per mile than many other imports 
and most of our own compact cars. 

The makers claim 78 mph, which is fast indeed for an 
economy car— and timed test runs indicate that this is no 
exaggeration. The makers talk about 37 mpg, and this, too, 
is a believable figure, for the way the Gordini is set up, there’s 
no reason to give away any fuel economy. On one tankfull, 
with reasonably conservative, but not economy-run driving, 
the car provided just a hair under 34 mpg, including city 
traffic, but excluding acceleration and top-speed tests. 

The whole Gordini package, including an American-style 
12,000-mile or 12-month warranty, comes to $1775 on the 
West Coast or $1596, East Coast. Added to that are varying 
sums for local taxes, dealer get-ready and freight from port to 
point of sale. And the only extras offered are a radio, a sun 
roof and whitewall tires. 

The price tag, by the way, is just $211 more than the 
Dauphine. And there aren’t many better examples of what 
more $211 can buy, anywhere. /Mt 





MOTOR TREND TEST DATA 


Renault Gordini 

Four-door sedan 

$1596, East Coast p.o.e. 

Ohv Four 

51.54 cubic inches ss 
8-to-1 

Single downdraft 

40 @ 5,000 rpm 

Four-speed manual 

4:37 

31 to 34 miles per gallon 

0-30 mph in 7.6 seconds, 0-45 mph 


in 11.3 seconds and 0-60 mph in 22.3 
seconds 

Indicated 30, 45 and 60 mph are ac- 
tual 30, 45 and 60 mph, respectively 


Indicated 100 miles is actual 100 
miles 
40 Ibs. per horsepower 


17 
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FOUND: 
TOMORROW'S 
TYLISTS 


Eight young men are scholarship 
winners in the Motor Trend-Art 
Center School Design Competition 


“A car should look like a car; not like a boat or flying object. Current James G. Roberts 
trends, however, seem to indicate a resemblance to both. | would Age 25 
like very much to see a type of design that is unique to automobiles.” Silver Spring, Maryland 
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“The one element that will remain constant is the human being, so all 
design will still have to be relative to him. The more consideration 
for the human, the more successful the total design of the car will be.” 


a FIVE MOST IMPORTANT automotive stylists in America gath- 
ered in a Detroit conference room last April in a meeting 
that mapped the future of eight MOTOR TREND readers. As 
final judges in the MT-Art Center School Design Competition, 
these chief stylists of the nation’s five leading auto makers 
carefully studied the designs, portfolios and thoughts of a group 
of exceptionally talented young entrants and picked from them 
those best qualified to take up careers in their exciting 
profession. 

All eight of the winners will receive full four-year scholar- 
ships leading to Bachelor of Professional Arts degrees at Los 
Angeles’ Art Center School, one of the nation’s foremost insti- 
tutions of industrial design training. As announced,in the Feb- 
ruary, 1961 issue of MOTOR TREND the Design Competition 
originally offered as prizes only four of these valued scholar- 
ships, but the surprisingly high quality of the entries and the 
enthusiasm of the judges prompted the sponsors to extend the 
award. The total value of the eight prizes is $24,000. 

From every state in the Union and five foreign countries 
2,937 interested readers sent for and received entry kits in 
the competition. By March 31 the entrants had submitted to 
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Allan J. Hastings 
Age 25 
Wichita, Kansas 


the Art Center School their finished entry packages, which 
consisted of three 18x 24-inch drawings of an original car 
or truck design, two detailed perspectives of that design and 
an altogether unrelated free-choice design which could vary 
from space ships to motor scooters. Along with their drawings, 
the contestants were required to submit an original essay which 
presented their frank thoughts on the “future trends of auto- 
motive design.” Each of the elements played an important part 
in the final selections. 

Representative work of each of the eight winners is pre- 
sented on these pages. Following the name, age and place of 
residence of the winner is an excerpt from his contest essay. 
As the judges found, knowing the thoughts behind a man and 
his design is a great key to interpreting his work and potential. 

The average age of the eight winners is 21. From many 
different locales, they represent a great variety of background 
and environment. Graham Bell now lives in New Baltimore, 
Michigan and works as a design illustrator for British Overseas 
Airways, but his original home was in Middlesex, England. 
Edwin Gwin is a student of mechanical engineering at Portland 
State College in Oregon. Gordon Brown attends the University 

continued on page 57 
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| Graham J. Bell 
Age 20 
New Baltimore, Michigan 


“! feel that in the future the vehicle wili not 

be suspended by a wheel, nor yet powered 
by an engine as such, but will be 
propelled and supported by a 
form of ultra sonic sound wave.” 








Edwin C. Gwin 
Age 19 
Tigard, Oregon 





“If there is such a thing as a 

Renaissance in Detroit, | think we 
are seeing it now in the compact { 

cars. These automobiles mark a : 

return to sanity and simple, logical 
design which is just as admirable 
as most of the larger cars are 
detestable.” 








“The future of automotive design 
should be in the direction of a new 
conception of the ideal car. This 
involves recognizing that several 
basic and different sorts of automo- 
biles are needed to satisfy the major 
segments of the auto-buying public.” 





Gordon M. Brown a hg Be 
Age 19 ad 
Minneapolis, Minnesota 


Heodlight, in retracted 
position. 
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Joseph D. Orkoskey “The trend should be to designs that combine motion and fleetness . . . 
Age 20 Mechanical flavor should be expressed both inside and outside the vehicle... 


Dearborn, Michigan | think the automobile designer will borrow from aviation sources.” 


Upon opening the door, the cockpit cover 
oufomatically actuotes. ———— 


Graham J. Bell 
Age 20 
New Baltimore, Michigan 


Luggage comportment mside tue Oreo 


Stanless steel, 
thrown mud deflectors 
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Bruce G. Billings 
Age 24 
Rockford, lilinois 
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“In contrast with the somewhat cluttered and overly decorated Darwin T. Hawthorne 


appearance of most of today’s automobiles, those of the future should, Age 19 
| believe, be designed with emphasis on function and simplicity.” Longview, Texas 





“The car of the future will have been refined to such an extent that it will be 
more than a thing of beauty. It will be a true automobile. One that the original 
creators of cars must have envisioned when they first made horseless carriages.” 


2~- PASS. SPORTS CAR 
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of Minnesota and is a part-time salesman. 
Allan Hastings is an industrial designer 
for the Boeing Airplane Co. James Roberts 
is a technical artist in Maryland while 
Bruce Billings is in the same profession in 
Illinois. Joseph Orkoskey is a clerical 
assistant with the Probate Court in Dear- 
born, Michigan. 

Within another few weeks the eight 
winners will leave these varied back- 
grounds and locales and meet in the halls 
of the Art Center School as they register 
for the Summer semester. They will join 
a student body of approximately 1,000 
under the guidance of some 88 instructors. 
Founded by Mr. E. A. Adams 31 years 
ago, the Art Center School has pioneered 
the field of industrial design training with 
special emphasis on automotive styling. 
The head of the Department of Transpor- 
tation Design is George A. Jergenson, one 
of the School’s first graduates and a veteran 
of General Motors’ styling department. 

Preliminary judging in the Competition 
was conducted by Jergenson, Strother Mac- 
Minn, Hugh Jorgensen and Richard Col- 
lier, all members of the Transportation 
Design faculty. The portfolios of the final- 
ists were then taken to Detroit for the 
judging by the distinguished final board. 
Edmund E. Anderson of American Motors, 
Virgil M. Exner of Chrysler Corporation, 
Randall D. Faurot of Studebaker-Packard, 
William L. Mitchell of General Motors 
and George W. Walker of the Ford Motor 
Company studied the work carefully and 
with great interest. Their excitement and 
contagious enthusiasm over the work of 
the fledgling designers was a real sign of 
their own love of the profession and their 
desire to strengthen it continually with 
new ideas. 

Each of the five top stylists was free 
and outspoken with his thoughts on the 
future trends of automotive design and the 
challenges that will face the young stylists 
of tomorrow. Their comments are of in- 
terest to every auto enthusiast and MOTOR 
TREND has recorded them for publication. 
But they are being saved for a future 
issue so that these pages can be reserved 
as a single spotlight on the talents of the 
1961 winners of the Design Competition. 

One thought which was expressed by 
all of the judges might be presented at 
this time, particularly for those entrants 
who did not reach the winning positions: 
the automotive stylist must have “gasoline 
in his blood”; that enthusiasm is essential 
for success in the field and can help him 
conquer any first fumblings in technical 
skill. Those skills and the mastery of de- 
sign techniques can be learned and refined 
at such institutions as the Art Center, but, 
unless a young man has a real desire to 
work with cars and cars alone, he has little 
chance of establishing himself in the field 
of automotive design. The judges them- 
selves are living examples of dedicated 
enthusiasts who have not lost one bit of 
interest in cars after all of their years in 
the field. /MtT 





The New Citroen Ami 6 


OTALLY NEW DESIGNS from three of France’s biggest auto makers 
have been rumored for several months. Citroen, Renault and Simca 
have all been reported preparing radical economy cars for early 
introductions. 

First to confirm such reports is Citroen, which has released pre- 
liminary information on a new small sedan to be called the AMI 6. 
Official photos show the car to be as unorthodox in appearance as 
other Citroen models. Though just slightly larger than the 2-CV, 
it shows a strong resemblance in its styling to the relatively big 
ID- and DS-19’s. One bizarre touch it brings to the line is a reverse- 
angled rear window, similar to those of the 1958-through-1960 
Lincoln Continental and the current Ford Anglia, but placed at a 
sharper slope. 

The AMI 6 places a strong emphasis on comfort for a car of such 
small size. The body has four doors for easy access to the passenger 
compartment, with sliding glass in the front pair and roll-down 
windows in the rear. Though accommodating only four, the seats 
are deeply contoured for minimum fatigue on long trips. And a 
feature many small-car owners will appreciate is a large air intake 
in the cowl for adequate ventilation. 































Little is known about the AMI 6’s engineering except that the 
engine is an air-cooled, opposed two-cylinder of 36.6 cubic inches 
and, of course, power is transmitted through the traditional Citroen 
system of front-wheel drive. Exact power and torque figures have 
not been revealed, however. 

Acceleration is said to be livelier than that of the 2-CV which, 
whatever its merits for economy and durability, has never been 
noted for performance. Even so, the AMI 6 will be something short 
of a bomb; estimates of its top speed are around 60 mph. 

Presumably, the suspension of the 2-CV has been adapted to the 
AMI 6, with all four wheels independent but interconnected front 
and rear by coil springs at the center of the chassis. On the earlier 
model, this arrangement has been very successful in cutting down 
the pitching normally associated with short-wheelbased cars. 

Meanwhile, speculation continues about the new Renault and 
Simca. According to recent reports, Renault will replace the 15-year- 
old 4-CV with a completely different design, featuring front-wheel 
drive and a squarish, utility body a la BMC 850. 

Simca, on the other hand, appears headed in the opposite direc- 
tion. Latest rumors about the Chrysler-sponsored make tell of a new 
small car with its 55-cubic-inch engine in the rear. 
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TRAIL BLAZER STYLING IS STRIKING, BUT EACH UNUSUAL FEATURE IS PRACTICAL—EVEN THE RUNNING BOARDS. 


THE TRAIL BLAZER 


I SEEMS ONLY FITTING that a four-wheel-drive car for sports- 
men should be designed by a Westerner who has had a 
lot of experience in this area’s rugged back trails. This is 
exactly the case with the Trail Blazer, and its developer, Victor 
Hickey, who frankly admits he wanted to build a sports car for 
the outdoorsman. The first prototype of a production model may 
be just that. 

The Blazer is as radical a four-wheel-drive car as the Corvair 
is a compact car. It has a custom fiberglass body, four-wheel 
independent suspension, torsion bar springing, disc brakes, a 
center point steering, a six-cylinder, air-cooled engine borrowed 
from Chevrolet’s Corvair and standard 9.50 x 15 tires. 

Starting with the flat-opposed Six, power is taken to a 
conventional three-speed transmission and then to the rear 
wheels. For four-wheel drive there is a two-speed transfer case, 
which splits the torque equally between the front and rear 
wheels. 

Suspension all around is by torsion bars, which run straight 
back along the frame. As opposed to the more common method 
of connecting the front wheels to the differential, the Blazer 
has a more or less conventional U-joint. This makes the joint 
far easier to clean after a trip over sand or mud roads. 

The wheels and tires themselves are interesting. The wheel 
is dished out, and an optional set of wheels can be bolted on 
quickly, giving the Blazer either two or four dual wheels. 
Standard tires are 9.50 x 15, and this is an exceptionally wise 
choice. Four-wheel-drive enthusiasts have proven the value of 
wider tires, but the Blazer is the first four-wheel-drive car to 
make them standard equipment. 

The Blazer’s inboard disc brakes are one of the best innova- 
tions to be put on a four-wheel-drive car in years. The special 
and peculiar problems of braking in the back country are far 
different from those on the open road. Streams are frequently 
forded, submerging the brakes, and long, steep downhill stretches 
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FOUR-WHEEL DRIVE WITH 
A CORVAIR ENGINE 





Passenger compartment of Trail Blazer is Spartan, 
but has all driving essentials. Seats are ercep- 
tionally comfortable, and material is top quality. 








an 





Center point steering is an admirable quality of the 
Trail Blazer. Steering is light, positive and has the 
feel of power assist. Note the inboard disc brakes 
ahead of the Corvair powerplant in picture at right. 


are common. Disc brakes are excellent for these purposes, since 
they dry off immediately and fade very little. 

The Trail Blazer would be at home in a car show — but 
the practical four-wheel enthusiast will be able to point out a 
lot of advantages that most people would miss. The low, 
sweeping hood makes it possible to see very close to the front 
of the car and negotiate a bad trail. The elephant-ear fenders 
are also practical. Mud will follow a natural curve and be 
thrown out instead of caking up and jamming against the 
wheels. Moreover, the driver can look out and see his front or 
rear tire, giving him a precise point for difficult maneuvers. 

Inside, instrumentation and ornamentation are stark, but 
everything a driver needs is there. Although plain, the interior 
is not austere. The naugahyde and foam rubber seats are the 
finest currently available on any four-wheel-drive car. For 
open-air driving, the convertible top comes off quickly. Actually, 
it has dozens of snaps, but removing it is no more difficult than 
unbuttoning a shirt. The car will be manufactured by Hickey 
Manufacturing Company, Inc., of Downey, California. /MT 
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A REVOLUTION has occurred in European 
racing and sports car design. The en- 
gine-behind-driver layout has become 
standard practice, not only for its tradi- 


tional advocates like Porsche, but also 
among such builders as Ferrari and 
Maserati. 


Rear-powered machines show signs of 
dominating almost every type of interna- 
tional racing, Formula I, Formula Junior, 
Intercontinental and sports car. The only 
class that seems relatively unaffected is 
gtan turismo and it, too, may soon be 
caught in the new wave. Italy’s Enzo Fer- 
rari sees important developments coming 
from the new crop of Formula I cars 
which, he predicts, will form the technical 
foundations of gran turismos built three 
or four years from now. 

For many years, Porsche has raced 
successful rear-engined cars, but only in 
sports car and lesser grand prix classes, 
such as the old Formula II. It was Eng- 
land’s Cooper that brought the idea to the 
big leagues and established a completely 
new pattern for modern Formula I design. 

With smaller, 91.5-cubic-inch engines 
now the rule for Formula I, Porsche is 
getting ready to challenge Cooper on even 
terms. For the first time, the German firm 
expects to be a serious threat in major 
grand prix events. 

The new Porsche is developed from the 
Formula II car, though it has an all-new 
powerplant. Its tubular space frame is 
independently suspended by coil springs 
at all four wheels and supports an eight- 
cylinder, opposed engine of 91.4 cubic 
inches. Air-cooled and equipped with dual 
overhead cams, the unit develops an esti- 
mated 180 to 200 hp at 10,000 rpm. 

Other European firms placing engines 
in the rear of their racing and sports 





Maserati has 


the famous “birdcage” 
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its 176.3-cubic-inch, four-cylinder engine 
mounted aft of the cockpit in the Type 63, latest model of 
competition sports car. 


THE 
REAR-ENGINE 
RACE CAR 
REVOLUTION 


designs include Lotus, Stanguellini, Lola 
and Emeryson. But among the most in- 
teresting of all are the new machines from 
Ferrari and Maserati. 

Ferrari has rear-engined entries for 
Formula I, Intercontinental and sports car 
competition. All three feature new, aero- 
dynamic bodies with twin oval grilles a 
la BMW and Pontiac Tempest. 

Two engines have been developed for 
the Formula I car, both 90-cubic-inch 
V-6’s. The first has the cylinder banks at 
a 60-degree angle and separate crank 
throws for each piston. Its output is 177 
hp at 9,000 rpm. The second has a 120- 
degree arrangement that looks almost op- 
posed. It is a lighter unit with rods paired 
on common throws and develops 187 hp 
at 9500 rpm. 

For Intercontinental racing, Ferrari has 
a variation on the 1960 Formula I design. 
The V-6 engine has been enlarged to 
178.4 cubic inches and now delivers 304 
hp at 7500 rpm. 

The engine in the rear of Ferrari’s new 
Type 246 sports car is also derived from 


Hidden 


last year’s grand prix V-6 but displaces 
only 147.4 cubic inches and offers 265 hp 
at 8,000 rpm. The potential of this ma- 
chine was seen at Sebring, where it broke 
the lap record and led the race until a 
steering failure forced it out. 

However, Ferrari is not placing all its 
sports car eggs in the rear-engined basket. 
Also new this year is a normal front- 


engined design, the TRI/61, powered by | 
the familiar V-12. With 310 hp at 7500 § 


rpm, this car weighs about 300 lbs. more 
than the Type 246 but proved its mettle 
by actually winning at Sebring. 

Maserati, Ferrari’s compatriot and rival, 
has joined the trend with its Type 63 
sports car, a rear-engined version of the 
famous “birdcage” Type 62. Like the 
model it replaces, it has an extremely 
complex frame of very thin tubing. In- 
dependent coil springs and disc brakes 
are used at all four wheels. The engine, 
adapted from the Type 62, is a 176.3- 
cubic-inch Four that produces 255 hp at 
7200 rpm. 

Because it is strictly a single-seater and 
carries a most ungainly-looking body, the 
Type 63 has been a subject of controversy 
among sports car enthusiasts ever since it 
appeared. However, it showed promise at 
Sebring, though it took home no trophies 
to prove it. 

Rear-engined racing cars may soon be 
common beyond the borders of Europe. 
The appearance of the new John Zink 
Special at Indianapolis this year, Chevro- 
let’s new CERV-I research vehicle and 
Lance Reventlow’s latest Scarab are all 
evidence of interest on this side of the 
Atlantic. Indeed, what Porsche and Cooper 
started on the road circuits of the Old 
World might be just the fresh idea 
needed for the dirt tracks of the New. /MT 


by the maze of structural tubing that gives the car its 
unusual nickname, the powerplant delivers 255 horses at 
7200 rpm. The driver sits at center in racing fashion. 
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The Lotus Mark XIX is a striking example of how current essentially just a two-seater adaptation of last year’s 
sports cars are being influenced by rear-engined racing Formula I Lotus. Like the 1959 and 1960 Coopers, it is 
designs. Itself a competition machine, the Mark XIX is fitted with a 152-cubic-inch Coventry-Climazr powerplant. 


Switching Lotus’ procedure, a famed rear-engined sports An air-cooled, opposed eight-cylinder engine will propel 
car builder is preparing an all-new Formula I challenger. the Porsche Formula I car. Displacing 91.4 cubic inches, 
Above is the space frame of the 1961 grand prix Porsche. it is said to have between 180 and 200 hp at 10,000 rpm. 


ae 





One of the most promising of this season’s rear-engined design. Its engine is a V-6 of 147.4 cubic inches and 
sports cars is the Ferrari Type 246. Like the Lotus at 265 hp at 8,000 rpm. Ferrari has a conventional sports 
the top of the page, it is based on last year’s Formula I car for 1961 also, with the famed V-12 mounted in front. 
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KNOW YOUR GAR: 


THE DRIVE LINE 


by Robert W. Temple 


I SEEMS AS THOUGH the “Know Your Car” series has been pro- 
gressing somewhat like the song about interconnecting bones, 
but I suppose this analogy would be applicable to any descrip- 
tion of a consecutive, connecting nature. 

We have had a look at the engine and the process by which 
it converts fuel to power. 

We have seen how this power is supplied to the transmission 
and how the transmission provides the progressive gear ratios 
to satisfy the varying torque requirements of the automobile. 

Next in our consecutive order of things is the drive train 
from the transmission to the wheels. This drive train in a con- 
ventional automobile consists of a splined, sliding coupling, 
One or more universal joints, one or more driveshafts, the 
differential and the driving axles. 

This chapter of the series will be broken down into two 
sections. Section I will concern itself with the function of 
universal joints and driveshafts, while the second section will 
delve into fina! drive types and the function of differentials. 

Ever since the first crude versions of an automobile, the 
transfer of power from the transmission to the drive wheels 
has presented a thorny problem to engineers of both the pro- 
fessional and backyard variety. They have tried chains, belts, 
braided rope, friction discs, rubber bands and engine-driven 
generators with electric motors in the wheels. 


Figure 2 
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Some years back I had a ride in a car in Detroit with true 
fluid drive. The engine had a series of hydraulic pumps attached 
to the business end. The pumps were of progressive capacities, 
thus serving as the progressive gear ratios in a transmission. 
The pumps were piped up with a couple of hydraulic motors 
in the rear wheels, and “gear” selection was by a fancy multiple 
valve. It worked, too. 

We always seem to get back to driveshafts and universal 
joints, with all their attendant problems. I sometimes suspect 
that most drive line designers have a secret desire to just give 
up and go fishing; but this would necessitate automobiles without 
suspension systems. Who wants to ride in a two-ton version 
of a kart? 

All is not lost just yet, however. If you think the drive line 
designers have quit trying, just trot out and take a good look 
at the Tempest. 

To get down to the business at hand, we will start off with 
an illustration of a simple drive train as used with the ever- 
popular Hotchkiss drive. For the purpose of clarity, only the 
working parts of the drive train have been shown. The dif- 
ferential and axle housings have been eliminated. 


Fig. 1. A simple final drive train. 


The front universal joint (1) transmits power from the trans- 
mission through a splined, sliding coupling (2), to the drive- 
shaft or propeller shaft (3). The propeller shaft has a second 
universal joint (4) attached to its rear end, and this joint in 
turn is keyed to the pinion shaft (5) of the differential. The 
pinion gear meshes with a mating ring gear, which is bolted 
to the differential gear cage (6). Power is then transmitted 
through the gears in the differential to the driving axles (7) 
and thence to the wheels. 


Fig. 2. A disassembled universal joint. 


A universal joint is a flexible coupling which permits one 
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shaft to drive another at an angle to it. Most automotive uni- 
versal joints are of the conventional type, consisting of three 
fundamental units — one cross-pin or spider, and two yokes. 
The two yokes are set at right angles to each other, and their 
open ends are pivoted on the spider. 

This construction allows each yoke to pivot on its own axis 
on the spider, while permitting transmission of rotary motion 
from one yoke to the other. Because of this action, the universal 
joint transmits power from the transmission through the drive- 
shaft to the rear axle despite the fact that the transmission is 
mounted more or less rigidly in the frame, while the rear axle 
constantly moves up and down in relationship to the frame. 
Due to rear suspension pivot points, and to the fact that 














PROPELLER SHAFT 


DUST CAP 








Figure 1 


springs deflect upon compression, the rear axle follows a path 
different from that described by the swinging propeller shaft 
as it pivots on the front universal joint. This results in con- 
stant variation of the dimension between the rear axle and the 
transmission while the car is in motion. 

In order to provide a continuous flow of power under these 
circumstances, a splined, sliding coupling is ‘incorporated in 
the driveshaft and universal joint assembly. This may also be 
seen in Fig. 2. The function of this sliding coupling, or slip 
joint, is shown in Fig. 3. 

A peculiarity in the operation of a conventional universal 
joint is cyclic speed variation. This is in the form of an acceler- 
ation and deceleration of speed twice during each revolution, 
when the joint is operating at an angularity between the two 
ends. The cyclic speed variation increases as the angularity of 
the joint increases. The fluctuation amounts to roughly seven 
per cent for a 15-degree joint angularity and about 30 per 
cent for an angle of 30 degrees. Fortunately, automotive drive- 
shafts seldom reach these operating angles. 

Probably the easiest way to illustrate this speed variation 
would be to chart the varying speeds through one complete 
revolution at a set speed and angularity. This has been done in 
Fig. 4. For demonstrational purposes, we will use a driving 
shaft speed of 1,000 rpm and an exaggerated angle of 30 
degrees. The resulting speed fluctuation of the driven shaft is 
shown by the undulating line across the chart. 

This variation in speed cannot be eliminated with one simple 
universal joint, but can be minimized by using two universal 
joints, one at each end of the shaft. In this manner, the second 
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joint is used to compensate the speed variations caused by 
the first. 

In order to accomplish this end, the joint angularity of the 
two universal joints should be the same at any given moment 
as illustrated in Fig. 5. 

The two universal joint yokes which are attached to the 
driveshaft must be in the same plane as shown in Fig. 6. 

With this arrangement, the front universal joint produces 
its maximum fluctuation as the rear joint produces its minimum 
fluctuation. The speed of the propeller shaft between the joints 
is constantly changing, due to the action of the front universal 
joint, but we have non-varying wheel speed for a given engine 
speed, due to the compensating action of the rear universal joint. 

If you have ever separated a drive line at the slip joint and 
then reassembled it with the front joint yoke at a right angle 
to the rear joint yoke, you now know why you experienced 
boogie-woogie from beneath your floor pan. You merely elimi- 
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Figure 7 
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nated the compensating action between the two universal joints. 

You can see why drive lines are responsible for many of the 
headaches in automotive engineering. They are a continual 
source of trouble, due to the difficulty of maintaining balance 
and silence of operation through long shafts operating on the 
multiple pivot bearings of the universal joints. 

The most recent method of circumventing these difficulties 
is evidenced in the Tempest driveshaft. This driveshaft is 
flexible and operates in a curved position (Fig. 7). 

The engine and transmission are mounted front and rear, 
respectively, in a umnit-body structure. The only angularity 
involved in the operation of the shaft is that designed into the 
structure and that deriving from fluctuations in the resilient 
engine and transmission mountings. 

The Tempest driveshaft achieves several goals. It virtually 
eliminates the driveshaft hump in the floor because it follows 
the floor contour. It eliminates universal joints at the high- 
speed driveshaft and puts them on the axles, where speeds are 
lower. It provides a torsionally resilient coupling between the 
engine and transmission for improved damping of vibration 
and load shock. It raises the vibration frequency range of the 
driveshaft above the operating speed range of the engine — an 
important feature with unit-body construction. 








OPERATING ANGLES 
ARE EQUAL 








Figure 5 


How does this driveshaft operate in a “bent” position? 
Well, things aren’t quite as bad as they look. This driveshaft 
is essentially a long torsion bar. If supported at the ends only, 
this bar would sag in the middle, but still revolve freely in this 
sagged position. 

Tempest merely takes advantage of this fact and makes sure 
the shaft retains this position by using a couple of locating 
bearings along the shaft. Sure there is a reversal in stress each 
time the shaft revolves, but don’t lose sleep oyer it. This stress 
is insignificant in comparison to the torsional stresses which 
the driveshaft is designed to withstand. /Mt 
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The Comet S-22 insignia (above) 
now identifies new version of the 
popular compact that has as its 
principal feature a semi-bucket- 
seat interior, with a T-Bird- 

style console dividing the seats. 





Steering wheel has a sports-car 
flavor, with vinyl hand grips. 
The Comet dash is unchanged 
in the new S-22 version. 





The rear seat of the S-22 remains the bench type, but 
pleats have been employed to provide a semi-bucket 
effect. Special carpeting and side panel trim are used. 
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THE NEW COMET S-22 


A DRESSED-UP VERSION OF AN ECONOMY COMPACT CAR 
THAT HAS ALWAYS OFFERED A LITTLE MORE IN LUXURY 


oO” OF THE LATEST of the compact cars to appear in a slightly 


sportier bucket-seat version is the Comet. Its glamour model 

is called the S-22, the designation having been arrived at for 
no known reason. While this has no direct bearing on the car 
itself, it nonetheless somehow sounds fitting. 

The S-22 is based on, of course, basic Comet components. 
There are no alterations in the power train or running gear. 
The same options offered at extra cost on the standard Comets 
are optional on the S-22. The most important of these, obviously, 
are the choice between an automatic and a manual transmission 
and a selection of two six-cylinder, in-line engines, one of 144 
cubic inches rated at 85 hp, and the other of 170 cubic inches 
rated at 101. 

The Comet S-22, as are the regular-line Comets, is identical 
in most respects to the corresponding Falcon Futura, and stand- 
ard Falcons. When the Comet was first introduced a little more 
than a year ago, this similarity was regarded as an almost fatal 
handicap, particularly with the Comet pegged at a slightly higher 
price. To give credit where credit is due, however, this has 
bothered the Comet least of all, and the car unquestionably is 
one of the great successes in the compact field. The little extra 
it has to offer over the Falcon is very obviously what several 
hundred thousand car buyers want. 

Among the new compact cars at least, the Comet may be 
generally regarded as the pioneer luxury compact. And this is 
what sets it apart from the Falcon — with the S-22 being a 
further step in that direction. The Comet differs from the Falcon 
physically in only two major respects: it is a bigger car, about 
14 inches longer overall on a four-inch-longer wheelbase; and 
it is fitted out with more detail touches of luxury —a little 
more chrome, more trim and similar deluxe touches. From a 
driving standpoint, the Comet rides a little smoother, gets a 
couple less miles per gallon of gas, has slightly slower per- 
formance — and that’s about all. The advantages against the 
disadvantages of buying a Comet versus a Falcon are easily 
weighed. It’s the old story of a little more luxury as opposed 
to strictly functional considerations. , 

In reporting upon the §-22, more to the point are the dif- 
ferences it has from the standard Comets. The front bench 
seats have been replaced by the semi-bucket type, which have 
been contoured by some four inches of foam padding. While this 
detracts from the carrying capacity of the car, it does add a good 
degree of individual comfort. Between these separated seats 
is a steel console that has a hinged cover which opens to a small 











package compartment. The influence here is, of course, the 
Ford Thunderbird. ; 

The rear seat remains the bench type which uses a pleating 
effect to simulate the bucket idea. The carpeting and upholstery 
are special for the S-22. Similar restyling has been used on the 
door panels, armrests and steering wheel, which now adopts the 
sports-car theme by vinyl-covered grips. 

The exterior alterations, aside from appropriate identification 
symbols, have been limited to chrome trim, disc wheel covers 
and white sidewall tires as standard equipment. One other refine- 
ment, not on the surface, is the use of some 50 pounds of addi- 
tional sound-deadening material, which will further the quiet 
luxury feel of the car. 

The photo above shows the car on the stand at the recent 
New York auto show, the occasion for its initial appearance. 
The Comet S-22 comes only as a two-door and the price, which 
had not been reported at the time this is written, probably will 
be about $250 over the price of a comparable standard Comet 
— and very likely less than $100 more than the Falcon Futura. 

Since the Comet car buyer in the past apparently has been 
the kind of individual willing to pay a little more for a little 
more, it could very well follow that the Comet S-22 will enjoy 
a degree of success far greater than anyone expects. /MtT 
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MOTOR TREND CLASSIC: 


1OBO 
Gadillae 
ROAGSTer 


One of the robust breed that is now 
extinct. But it was a man’s car — 
big, strong and meant for sports 
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Photo Story by Raiph Poole 


I" THE LONG, long list of classic cars, there are very, very few 
names that remain today on the active manufacturing roll. 
One of these, quite obviously, is Cadillac. Indeed, it has been 
pointed out by some eminent authorities that the reason why 
Cadillac could have been a classic car, at one time, and sur- 
vived, was the fact that it was made by General Motors. In its 
day as a Classic it was unnecessary for Cadillac to be a profitable 
make of car, since it could be supported by the other GM divi- 
sions, such as Chevrolet and Buick and so on. Other and perhaps 
better cars lacked these helping financial hands — and so they 
died. Today Cadillac’s only companions from the classic era 
are Lincoln Continental and Chrysler. No one else is left. It is 
also interesting to note, and it should not be stretching history 
too much to offer this conclusion, that the magnificent reputation 
Cadillac owns today as a motor car, while not born in the classic 
period, certainly was developed further in that era..The makers 
of Cadillac in the present 1960’s need not create an image for 
the car, they need only to preserve it. Actually, of course, the 
prestige of Cadillac began in the first decade of this century, 
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Cadillac roadster had high-riding bench seat, floor 
shift, hand brake and spotlights. Present 
owner is Lynn Mayfield of La Jolla, California. 


Trunk on rear luggage rack held matched and fitted 
suitcases. The actual capacity is as great as some 
of today’s cars and more than many sports cars. 


about 1908, when Leland and Cadillac won England’s Dewar 
Trophy for design excellence. Four years later Kettering gave 
it the first self-starter and, then, in 1914, came another climax 
with the first production V-8 engine. Ten years later, the car 
had been established as a luxury make and in 1926 its bodies 
began to be built by Fleetwood. In 1928, the V-8 engine of 
1914 was redesigned and it was this engine that went into the 
roadster that is shown on these pages. Just two years later, in 
1930, when the roadster here was manufactured, Cadillac also 
brought out the V-16 — and then in another year the V-12 was 
also introduced. It was not long after this that the classic cars 
entered into the decline from which they have never recovered. 
But rather than go into that well-worked subject here, it is 
particularly interesting to return to 1930 and take another look 
at the car that the progressive development of luxury has passed 
by. That car is the 1930 Cadillac Roadster, a type that no 
longer exists in pure form — and this unquestionably is re- 
grettable. Today the roadster’s place among domestic cars is 
flanked on one side by convertibles and on the other by sports 


Deck lid flipped open to form rumbleseat, where 
ride was as thrilling as motorcycle or open-cockpit 
plane. There was special compartment for golf clubs. 


Engine was flathead V-8 that put out 95 hp to drive 
the 4600-pound car through a three-speed trans- 
mission. Massive roadster had 140-inch wheelbase. 


cars. But there is nothing in between, except for what is made 
in Germany and in England. The roadster was unquestionably 
a man’s car —rough, strong, vigorous and straightforward. 
There were occasional concessions to comfort and utility, but 
never to softness or frills. And in the higher-priced and exclusive 
category, which ultimately became the classic car class, the 
roadster was something very special indeed. Like the touring 
car, it had a kind of prestige of its own that not even the 
most luxurious hardtop limousine or town car could match. 
And yet, despite all these favorable attributes, the roadster 
eventually accompanied all the other fabulous cars that were 
to become classics into manufacturing oblivion. Perhaps some 
day the roadster concept in undiluted form will be resurrected 
by some imaginative automobile manufacturer in America. 
But until that happens we have only the noble classic roadsters 
and their lesser bourgeois contemporaries to admire and respect. 
They are a breed that never should have become extinct. Not 
necessarily because they were better cars, but rather for their 
robust spirit and the fact that they simply were fun to drive. /M™ 
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DRIVER’S REPORT: 





A FIRST TEST OF THE JAGUAR XK-E 


They say it’s one of the fastest series production cars ever 
offered to the public. Now a MOTOR TREND staff editor 
has put the machine through the gears against a stop watch 


by Gordon Wilkins 


 g-yaene REPUTATION was established by performance. The new 
E-type Gran Turismo is a formidable example of this tradi- 
tion. It is unquestionably the fastest car to be made in quantity 
and offered to the public as a package. It handles and performs 
like a racing car, but is equally at home on the highway as a 
more docile passenger car. 

The car I drove for this test was the fixed-head coupe — a 
long, low, lean machine which is physical proof that aerodynamic 
efficiency has obviously taken precedence over studio styling. 
For instance, the luggage trunk could have been larger if the 
underside of the tail were not swept up so sharply, but wind- 
tunnel tests showed that the drag would be increased, so the 
rising line remained. Things like this are evident throughout 
the car, anc -he XK-E is truly dedicated to performance. 

A film record of the speedometer while I was driving out of 
town through mixed traffic shows the needle oscillating between 
60 and 110 mph. The car will leap from 60 to 100 mph in 914 
seconds — just a few hundred yards of clear road. Standing- 
start acceleration is good too, as can be seen by these figures: 
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0-30, 2.9 seconds; 0-50, 5.2 seconds; 0-60, 7 seconds; and 
0-100, 16.4 seconds. For the quarter-mile the XK-E finished at 
14.9 seconds. 

Excellent acceleration is only part of the story, and high- 
speed performance is extraordinary for a production car. At 100 
mph I was still in third gear, ready to shift into top, with the 
tachometer touching the red sector which indicates 5500 rpm. 
It seems clear that the 150 mph estimated top speed is no 
exaggeration. The weekend traffic was too heavy for me to get 
a clear maximum speed run, but several times the speedometer 
went past 140 mph, with the car still accelerating strongly. 
With the optional 2.93 axle ratio, calculations show that the car 
should exceed 170 mph — and it probably will! 

Although reactions to the performance are generally enthusi- 
astic, there are mixed opinions about some other features of 
the car. Some feel that headroom, ease of entry and interior 
space have been sacrificed to streamlining. While this would be 
justified in a machine designed solely for competition use, it 
diminished its attraction for normal road work. Luggage space 
on the roadster is limited, and although the coupe has space 
inside, the luggage is in full view of passersby. 

The wood-rimmed steering wheel is set at a good angle, and 
the column can be shortened to permit an extended-arm driving 
position without restricting kneeroom. Pedals are better arranged 
than on earlier Jaguar models, and heel and toe on brake and 
accelerator when shifting down before a corner is far simpler. 
All-around vision is free, thanks to the slim pillars, but the 
dropping line of nose and tail prevents the driver from seeing 
the extremities of the car. 

The engine is surprisingly quiet, and no brutal methods are 
needed to obtain maximum acceleration — just hold the engine 
at about 2,000 rpm and drop the clutch in. There is a brief 
squeak from the tires, then the limited-slip differential takes 
charge and the car streaks away as though rocket-propelled. 

The engine is so flexible that there is no need for gear 
changing in ordinary driving. In top gear the E-type will acceler- 
ate from 10 to 30 mph in about 5.7 seconds; 40 to 60 in 5 
seconds; and 80 to 100 in about 5.7 seconds. This is particularly 
appreciated, as the gearbox, which is continued unchanged from 
previous models, is not the best feature of the car. ; 

With this kind of acceleration, high speeds can be reached 
wherever there are a few hundred yards of clear road and in 
safety, for the brakes match the performance. They are Dunlop 


The new Jaguar’s in-line six-cylinder engine is 
rated at 265 hp; it is capable of speeds in 
excess of 170 mph. Note unusual air cleaner. 
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discs with a vacuum servo based on an American Kelsey Hayes 
design. Press firmly on the pedal at 100 mph, and the speed 
just melts away. Several times in succession I stopped the car 
from 100 mph in five seconds, which is close to the theoretical 
minimum possible. The XK-E came to a straight-line stop with 
no tendency to lock the wheels until the speed dropped below 
35 mph, when a little skill had to be used to avoid locking the 
wheels and provoking a slide. Pedal pressure was reasonably 
light, and, of course, there was no trace of fade after repeated 
crash stops from high speeds. 

Road holding is superb — the best on any Jaguar to date. 
Cornering fast, there is a small and consistent amount of under- 
steer. With so much power available, the tail can be brought 
around by the throttle, but a driver accustomed to fast cars can 
control the angle, without having to learn any new tricks. 

Two features will certainly cause a pleasant surprise: the 
quiet running and the riding comfort. Engine and mechanical 
noises have been damped down successfully, and wind noise 
does not intrude much below 100 mph. On the test car a slight 
rumble was caused by exhaust resonance when cruising at 100 
mph. This is a function of exhaust pipe length, which is very 
critical, and a slight modification is reported to have eliminated 
it on later models. Riding comfort over all types of surface is 
outstanding for a very fast sports model, and it is a car in which 
one would look forward to traveling several hundred miles a 
day with little fatigue. 

The XK-E, in my opinion, is the best thing Jaguar has ever 
done, and at prices only slightly higher than those of the XK 
models— $6095 for the roadster and $6320 for the coupe. /MT 








Some drivers will find entry into the low car 
somewhat difficult, but once there, will be 
greeted by well-appointed, roomy compartment. 
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ILKINS, WAS AMONG THE FIRST TO DRIVE THE SLEEK NEW E-TYPE GRAN TURISMO. 
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1. Flexible Rubber Peak 
2. Cushioned for Maxi- 

mum Comfort 
3. Soft Leather Headband 
4, Glass Fibre Shell 
5. 2" Polystyrene Shock 

Absorbent Lining* 
6. Strong Canvas Harness 
7. Full Chrome Leather 

Neck Curtain 
8. Ear Membranes of 

Patent Design 
9. Easy Release Chin Strap 
10. Detachable Neck Curtain 
With fiberglass shell you get the MOST. 
This remarkable material is STRONG— 
LIGHT—RESILIENT and ABRASIVE RESIST- 
ANT. The smooth white shell deflects 
blows, reflects heat, is easily seen at night, 
is water-proof and easily cleaned. White 
shell with black visor and neckpiece, com- 
bined with superb styling make this helmet 
most attractive. This helmet is warm in 
winter and the neckpiece can be quickly 
zipped off in hot weather, if desired. 
Available in @ sizes from ‘612 to 744. Send 
for free literature and catalog. 


ENDURO MODEL ...... $12.00 


PIONEER IMPORTERS OF SAFETY 
HELMETS-SINCE 1932. 





DEPT. MTH, LOS ANGELES 6, CALIF. 









Your 4-WHEEL DRIVE with 


does most for you! 


” Warn Hubs on 4-wheel drives stop 
front end drag in 2-wheel drive so 
highway miles are fast, easy, quiet. 
They save gears, engine, tire wear 
and gas; give your 4-wheel drive the 
pep, speed, performance, handling 
ease of a 2-wheel drive — and you 
still have regular 4-wheel drive 
Models for all when you want it! Change drive 
4-wheel drives automatically with Warn Lock-0- 
Matics; manually with Locking Hubs. 
See your dealer soon. 


WARN MFG. CO., INC. 
Riverton Box 6064-F, Seattle 88, Wash. 





New KING MIDGET 


WORLD’S MOST EXCITING LOWEST PRICED CAR 
Rider Agents Wanted. Send 25c for 32 page picture 
book, full details, dealer price. Or send $1 (refunded 
first order) for this plus Service and Repair Manual 
and 16 5x7 photos of car and factory 





MIDGET MOTORS CORPORATION, ATHENS 6, OHIO 
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FOR MEN ONLY 
‘cae 


CORVAIR’S 





NEW 


CONCEPT IN PICKUPS 


by Bob Ames 


OR MEN ONLY is a new department for 

MOTOR TREND but the subject matter 
has always been my own particular spe- 
cialty. Each month this column will re- 
port on the type of cars that appeal mostly 
to men: four-wheel drive, pickups, and 
specialty vehicles. It will not be limited to 
cars alone but from time to time will 
bring up to date the new trends in trucks 
and cars, sportsman’s equipment such as 
pickup campers and trailers, plus techni- 
cal tips on mechanical and driving prob- 
lems. 

Of the new compact truck lines, the 
Corvair 95 models are the most radical and 
interesting. Many of their features are 
bound to be copied by other lines, in fact, 
some already have. 

The most unusual Corvair 95 is the 
truck driven for this report, the Rampside. 
The new series is powered by the 80-hp, 
air-cooled Corvair Six and transaxle unit 
both mounted in the rear. Other radical 
features for the truck field are unit-frame 
body, independent suspension on all four 
wheels and almost equal weight distribu- 
tion between front and rear wheels. 

The Rampside gets its name from its 
side loading door. This gate is a ramp 
and loads may be wheeled or carried into 
the cargo box. Since the engine is in the 





rear, it was possible to lower the cargo 
floor in the middle of the truck to 14 
inches. If the Rampside is parked at an 
eight-inch curb the load must be raised 
only six inches. 

This makes the ramp loading door ex- 
ceptionally practical and it is undoubtedly 
the most important single new pickup 
truck development in twenty years. One 
man can load or unload a stove, ice box, 
freezer or similar item by himself. If the 
load is too heavy he can stop on the ramp 
and brace the wheels on the ribs of the 
ramp, another excellent advantage. The 
importance of the side loading ramp 
might be overlooked by many persons. 
But to the small business man who must 
deliver heavy items such as furniture, it 
is exceptionally worth while. Ordinarily 
one man can load an item at the store 
where a dock is often available — but 
two men must be sent to get it off the 
truck. Not with a rampside, however, and 
delivery charges can be virtually sliced 
in half. 

The Rampside has an excellent payload, 
for a light truck, 1900 Ibs., with a GVW 
of about 4600 Ibs. The pickup bed is 
grain tight and will carry 80 cubic feet. 
This translates into almost 65 bushels 
and makes the rampside useful around 
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an average-size farm. The tailgate is well 
braced and will take a carton 47.5 inches 
wide. 

The cargo compartment is not level 
and rises in the rear to accommodate the 
rear-mounted engine. It is higher than a 
conventional pickup bed, 26.5 inches, but 
any loss in capacity is more than gained 
back by the lower portion in the middle. 
For those who want it, an optional wood- 
en floor making the cargo compartment 
flat all the way back is available. This will 
be ideal for some purposes since the area 
under the floor then becomes available to 
store tools, etc., that might be needed be- 
fore the truck is unloaded. 


The overall handling characteristics of 
the Rampside are superb, loaded or un- 
loaded. This is something that is rarely 
true of a pickup. Since the weight is 
divided equally the truck handles as well 
as a Corvair sedan, although those who 
have never driven a forward control ve- 
hicle will at first swear it doesn’t. Loads 
can be hauled in the center section where 
they maintain a low center of gravity and 
keep the weight equally divided between 
front and rear. Due to the rear engine the 
noise level in the cab is exceptionally low, 
quieter even than in many sedans. 


Performance is not outstanding but is 
ample for normal driving. The automatic 
transmission with which the test truck 
was equipped has a higher numerical axle 
ratio than the sedan but still lacks much 
of a punch for passing power. With the 
automatic the Rampside is an excellent 
stop-and-go vehicle even though it suf- 
fers from the lack of a park position and 
the brake must be set at each stop. For 
anything but S-and-G the three- and four- 
speed manual transmissions will be more 
efficient and economical. 

The forward control cab is well fur- 
nished with excellent assembly quality. In- 
struments are at a minimum and it seems 
that a pickup should have accurate gauges 
instead of warning lights. The materials 
are durable but their quality is only aver- 
age for pickups. 

Major service jobs are going to be 
relatively simple on the Rampside. The 
complete power package, including en- 
gine, transaxle and rear suspension, can 
be removed as a unit. Similarly the entire 
front suspension can be removed with the 
front cross member. For minor servicing 
the rear cargo compartment floor comes 
up, and oil changes, etc., can be made 
through a small door in the rear. The 18- 
gallon gas tank is located under the seat 
and the spare tire behind the seat back. 

Overall the Corvair Rampside is not 
just another forward control pickup — it 
is a whole new concept in pickups. Chev- 
rolet has proved that the rear engine can 
come into its own in a forward control 
pickup. There is no pickup quite like the 
Rampside and for many jobs it is far 
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better than any other domestic truck. /MT 


When You 
- Change 
Your 


Address 


You won't want to miss your MOTOR 
TREND MAGAZINE when you move to 
your new home — so please tell us, well 
in advance, what your new address will 
be. ‘‘It isn’t enough just to tell the post 
office, for they won't forward your copies 
unless you pay extra postage.’” When you 
write us, be sure to give us your old 
address too — even better, enclose the 
address label from a recent issue. 
Write to MOTOR TREND MAGAZINE, 
5959 Hollywood Blivd., Los Angeles 28, 
California. 
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CAR CLINIC 





by Barney Navarro 


Another new feature beginning in this 
month’s MT is Barney Navarro’s Car 
Clinic. One of the most experienced 
writers in the field, Navarro will answer 
readers’ technical questions each month. 
Your letters are invited. 


LOWER COMPRESSION 


I have put a 1956 Ford 312-cubic-inch 
engine in my Ford truck. It makes a real 
performer but has a little too-high com- 
pression ratio (9.7-to-1). 

What is the cheapest and best way to 
lower the compression? Is there anyone 
who makes low-compression pistons for 
this engine? 

Wayne Slonaker Palouse, Wash. 

Lowering the compression ratio of a 
modern engine isn't recommended, since 
the expense far outweighs the benefits. 
A set of low-compression pistons can be 
ordered from a custom piston manufac- 
turer, but their cost will be so high that 
you will never be able to reconcile the 
expenditure against the savings resulting 
from the use of regular gas. 

In addition to the piston cost, you will 
need new rings and a balance job. If the 
special pistons weigh slightly more than 
the originals, you may be able to “pare” 
them down to stock weight; if they weigh 
less, a complete engine balancing job will 
be in order. 


ENGINE SWAPPING 


I own a 1954 BMW with a 76-hp, 
six-cylinder engine, which I want to 
swap for an American engine. 

I am considering a Pontiac four-cylin- 
der engine that produces about 120 hp 
at 4400 rpm or the new Buick Special 
V-8 aluminum engine that produces 155 
hp at 4400 rpm. 

Can you offer any advice on which 
engine I should choose and how I should 
go about adapting it to my BMW trans- 
mission? 

Darl D. Bennett Fort Knox, Ky. 

The high weight of the Pontiac four- 
cylinder engine would not make it a 
good choice for your BMW. The Buick- 
Pontiac aluminum V-8 is almost half 
the weight of the Four, so it wouldn't 
make the car nose-heavy. 

Uncommon engine adaptations always 
tax the resourcefulness of the enthusiast. 
It is very doubtful that you will be able 
to find anyone that can offer step-by-step 
advice. You will just have to obtain an 
engine and make the necessary parts to 
join it to your BMW transmission. 


OVERHEATING 
Is there any possibility that a bad 
wheel bearing, or poor alignment can 
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cause an engine to overheat? 
George Burditt 
Fredericton, N. B., Canada 

It is possible, but not probable. If you 
have a car that has a marginal cooling 
system (and it would have to be very 
marginal), there is a remote possibility 
that the extra drag produced by poor 
wheel alignment or a bad wheel bearing 
could be “the straw that broke the camel’s 
back.” In order for either or both of 
these defects to noticeably affect the 
operating temperature of a car with a 
marginal cooling system, tire and wheel 
bearing destruction would have to be 
very rapid. 


LEAKY REAR MAIN 

I have been told I have a leak in the 
rear main bearing of my 1955 Plymouth, 
with automatic transmission. Sometimes 
the oil leaks out and sometimes I don’t 
need oil for weeks. Could this be the 
rear main? 

Estimates have run from $15 to $150. 
Is this so important to repair, and what 
should an approximate cost be? 

C. Rimmer 

The variations in estimates concerning 
the rear main bearing leakage could de- 
pend on differences of opinion as to the 
specific reason that the bearing is leaking. 
The man that gave the $15 estimate may 
be assuming that replacement of the seals 
in the cap of the rear main may be at 
fault. Such a repair is simple and only 
requires removal of the pan and rear 
main cap. If the crankshaft is badly worn 
or the surface on which the crank seals 
ride is scored, engine removal may be 
necessary to effect a repair. 

Inconsistent leakage can be the result 
of differences in the manner of driving 
the car. Poking around town may not 
cause leakage, but storming down the 
highway at high speed will aggravate the 
condition due to greater oil flow, higher 
oil temperatures and greater crankshaft 
vibration. 

Whether or not the leak is worth fix- 
ing is a matter for you to decide. About 
the worst effects that the leak can pro- 
duce is to waste oil and soil your drive- 
way and garage floor. 


WHAT DOES IT STORE? 


Does an automobile battery store elec- 
tricity? Also, how does a battery func- 
tion? 

When I was attending a “G.I.” school 
some years ago, Our instructor informed 
our class that the only part on a motor 
vehicle that stores electricity is the con- 
denser. 

W. A. Anderson 

You were correctly informed by your 
G.I. instructor — a battery stores nothing 
but chemical energy. The chemical reac- 
tion between the sulfuric acid and the 


continued on next page 





New Cars in Europe 


Geneva 


PEUGEOT Early in 1962 Peugeot may make the 404 sedan available 
with fuel injection, illustrated above, instead of the present carburetor 
system. The injection system, developed in collaboration with Kugel- 
fischer Schafer & Company of Munich, uses a four-plunger pump 
injecting fuel into the inlet ports. Installation was not a difficult 
engineering problem, since the 1.6-liter Four is canted at a 45-degree 
angle. This engine has hemispherical combustion chambers with inlet 
exhausts on opposite sides, making it simple to mount the pump 
unit close to the air throttle. Compression ratio has been raised from 
7.2 to 8.5-to-1, and maximum power is now 85 hp at 5500 rpm, an 
increase of 12 hp. The fuel-injected engine raised the torque to 101 
Ibs.-ft. at 2800 rpm. 


CITROEN The spring motor show at Geneva was the first public 
appearance of the refined Citroen DS-19 with a more powerful 
engine. Compression ratio on the four-cylinder, 1971 cc, push-rod 
engine has been raised from 7.5 to 8.5-to-1. There are new domed 
pistons with chromium-plated upper rings, and the crankshaft now 
has a vibration damper at the rear end. Horsepower has been boosted 
from 74 to 84, with no increase in the rpm at which it peaks. Torque, 
now 109 lbs.-ft., is 11 per cent higher. 


FACELLIA With the start of export deliveries, Facel Vega will offer 
a selection of three types of coachwork with two versions of the four- 
cylinder, twin-cam, 1.6-liter engine. Bodies are a two-seat coupe and 
convertible, plus a four-seat coupe. The standard engine, F-2, pro- 
duces 113 hp at 6400 rpm, with 1648 cc displacement and a com- 
pression ratio of 9.4-to-1. Another refinement is the addition of servo 


assistance for the Dunlop disc brakes on all four wheels. 


A dual-carburetor version of this same engine is available as an 
option. This engine, the F-2-S, produces 123 hp at 6400 rpm. The 
design of the F-2-S’s manifold does not have provision for the vacuum 
servo brakes. Besides the normal choice of 4.10 and 4.16, there is an 
extra optional axle ratio, 3.9-to-1, available with this Facel Vega, 
which will push the factory-estimated top speed to 120 mph. /MT 
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The Heathkit Ignition Analyzer and Timing Light 
give top quality performance and save you hundreds 


of dollars...choose easy-to-assemble 
kit or factory built models ) 


Now you can find ignition defects quickly—while the 
engine is running and without removing parts—with 
the Heathkit 10-20 Ignition Analyzer. Indicates shorted 
plugs, defective points, incorrect dwell time, coil and 
condenser problems, etc. View primary, secondary, 
parade or superimposed patterns without lead switch- 
ing. With the easy-to-assemble kit, you save nearly 
50%! Order now. 15 Ibs. 

Kit 10-20... $0 dn., $O MO... ... 2... ccccccccccceess $89.95 
Assembled 1OW-20...$17 dn., $15 mo........... $169.95 


1D-11 IGNITION TIMING LIGHT ACCESSORY 
plugs into the 10-20 Analyzer directly, no other con- 
nections needed. Convenient, accurate, produces in- 
tense white light. 2 Ibs. 

Kit’ 1D-11. . . $14.95... Assembled IDW-11........ $19.95 


(HEATH COMPANY 
'Benton Harbor 27, Michigan 
| Please send my free 1961 Heathkit catalog 


! 
: Address. 


; City. Zone. 








State. 
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SPORTS CAR GRAPHIC Magazine 5959 Hollywood Bivd., Los Angeles 28, cai 


) Bill me later for $5.00 (12 issues) 


(] $5.00 enclosed — send me 2 extra issues — making total of 14 issues of S.C.G. 
Name eet ; patnglindehvcmecnageeee eR a Sit Mee Soi RAE Se 
REC REE ES ee Le eee ; 2 


SS ae - 


THE WINNER! 


Bringing you sports 

cars greatest array of 
authoritative, enthusiastic 
editors. Capturing all the 
excitement of motoring for 
fun, SPORTS CAR GRAPHIC 
each month brings its 
readers comprehensive 
coverage of sport and 
competition cars in 
depth. Behind the scenes; 
facts, photos, specifica- 
tions. Complete coverage 
of all import.cars. The 
new SPORTS CAR 
GRAPHIC is the quality 
winner in its field! 
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CAR CLINIC 


material in the battery’s plates generates 
an electric current any time an external 
circuit is made with the battery. 

A condenser is capable of storing elec- 
trical energy. 


DYING ENGINE 


I have a 1960 Dodge Dart with ram 
induction. It is a fine engine, but has 
one fault — when I put it in DRIVE, the 
engine goes dead. The same thing hap- 
pens when I put it in REVERSE or push 
any other button. This is most aggravat- 
ing, especially when I stop or try to 
park and the engine goes dead. 

Please let me know if anything can be 
done. 

H. G. Jones Danville, N.C. 

Since you provided a limited number 
of symptoms, it is difficult to state with 
certainty exactly what your trouble may 
be. It is reasonable to assume, however, 
that you are attempting to idle the en- 
gine at too low an rpm. An engine fitted 
with two enormous four-barrel carbure- 
tors like your ram-induction Dart cannot 
possibly have the idle characteristics of a 
conservative engine, fitted with a single 
dual-throat carburetor. Four idle jets cre- 
ate a greater sensitivity to consistent idle 
than two. Eight butterfly valves of the 
two carburetors provide so much area for 
air to leak that only a few thousandths 
of an inch movement can mean a couple 
of hundred rpm difference in idle speed. 
The engine’s tendency to die will be re- 
duced manyfold if you will adjust the 
idle speed 100 to 150 rpm faster. 


NEW IGNITION SYSTEM 


A recent issue of MOTOR TREND men- 
tioned something about a new ignition 
system. It says a major breakthrough is 
about to be announced in the field of 
transistor ignition systems. 

Could you please tell me what this 
system is? How does it differ from the 
standard ignition systems now in use? 
Fred Holbrook Sherman, Tex. 

Presently available transistor ignition 
systems differ from conventional coil and 
distributor systems in that the points do 
not provide the coil’s primary current. 
In a transistorized system the distributor 
breaker points only provide a low current 
to trip a transistor circuit which provides 
coil current. The transistor circuit is in 
effect a power switching system which 
requires a very weak impulse to control. 

Since a very weak input impulse is pro- 
vided to the transistor circuit, the breaker 
points are only called upon to pass a 
small fraction of the current that would 
be required for a conventional system. 
The current flow is so low that the 
points no longer pit from electrical ero- 
sion. The only wear factor that still must 
Le considered is that of the fiber rubbing 
block. 
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A New Triumph-Herald 


by Gordon Wilkins 


A NEW 7RIUMPH-HERALD sedan, called the 1200, was recently revealed, 
and I was able to drive the car early in order to discover what the 
differences were with the higher-performance engine. 

The new engine, which is standard, now has a cubic-inch displacement 
of 70, versus the old version of 57.8. This gives a rating of 45 hp, up 
five hp from the former setup. The biggest increase is in torque, which 
means greater flexibility and better top-gear performance as compared 
with the previous performance capabilities. Also, the axle ratio has 
been reduced to 4.11 and the new transmission features closer ratios. 

Road speed at 1,000 rpm in top gear is now raised to 15.7 mph, to 
give a 70-mph cruising speed at less than 4500 rpm. The ability to 
reach 35 mph or so in second gear is very useful when accelerating 
in town traffic, and a third gear which now gives about 55 mph is 
much better than before for main road overtaking. 

On a quick run before announcement date, | found the whole 
character of the car is obviously much improved. Standard-Triumph, 
the manufacturer, claims it now goes from rest to 50 mph in 17 seconds, 
against 20 for the older version of the car and the 0-60-mph time is 
27.4 against 30.4. 

Taking into account the reduction in engine revolutions and the 
fewer gear changes required for a given performance, it does not seem 
unreasonable for the maker’s claim that the improved performance of 
the 1200 is achieved without a proportionate increase in fuel con- 
sumption. 

The displacement was brought up by respacing the bores in the block 
and increasing them to 2.728 inches. The compression ratio is 8-to-1, 
and carburetion is by a single downdraft unit. I understand a two- 
carburetor kit may later be made available through dealers, although I 
imagine to gain full advantage from it larger valves would also be 
needed. To cope with the higher heat rejection of the bigger engine, 
the Herald 1200 has a four-blade fan and larger-capacity radiator. 

Visible changes in the new Herald are ¢hrome strips around the 
front and rear glass and at the base of the rear quarter windows. The 
instrument panel is in polished walnut and has a lockable glove box. 
There also is a new hand brake. New, wider and deeper upholstered 
front seats are still better shaped and more comfortable. /MT 
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CATALOG COUPON 
SEND 25¢ TO COVER MAILING AND HAN. 
DLING FOR NEW 1961 MAIL ORDER DISCOUNT 
CATALOG. BETTER THAN EVER. EACH CATA- 
LOG CONTAINS $1.00 FREE CERTIFICATE. 








HONEST CHARLEY SPEED SHOP 


Box Mf 1904 
CHATTANOOGA, TENNESSEE 
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Weld, cut, braze, solder, heat 
IRON, STEEL, BRONZE, BRASS, 
ALUMINUM & OTHER METALS... 


Auto, truck, shop and farm equip- 

ment break-down always cause an- $38.50 f.0.b. 
noying and costly delays. Don’t let |Send only $6.00 
them bother you. Get a Dynamic {check or M.O. 
transformer type Arc Welder. With |Pay Postman 
the Dynamic you can also make ibalance plus 
your own wrought iron, household, |charges. 10 day 
lawn furniture and many knick- | money back and 
knacks. Do expert work on your |1 year guaran- 
first job. Operates from any prop- | tee. 

erly wired 110 volt AC line. The | EASY PAY PLAN 
handiest tool in your workshop. A |Low down pay- 
Dynamic Welder will save its low |ment. Pay as 
cost of only $38.50 f.0.b. in both | you weld. 
time and money. Literature on 
larger equipment on request. 
OYNAMIC INDUSTRIAL type 
transformer Arc Welder 
75 amp ovtput for indus- 
triel or Workshop use, 


DYNAMIC WELDER CO. 


Dept. D27-G 1808 S. Federal 
Chicago 16, lil. Sonne ly 











Free Details and ‘‘How to Weld’”’ 





New Electronic 


Ms — TROUBLE DETECTOR! 


The MT-1 is a battery-operated transistorized 
amplifier and sound absorption rod that de- 
tects and identifies even faint vibration and 
sound for correct adjustment. Only 8” overall 

$37.50, complete. Calhear Instruments, 
412 W. 6th, Los Angeles 14, Calif. 

















< SUPERCHARGERS 


FLASHING PERFORMANCE FOR YOUR CAR 


Write for free information 

















WHEELBASE 
MINIMUM 
ROAD 
CLEARANCE 
SHIPPING 
WEIGHT 
HEAD ROOM 
LEG ROOM 























DOD D 09 8 Q 0 7 60 0 0 
DOD 88 06 6.0 6.50 9 g 9 ; 
ORD 09.9 9.9 0 9.0 61.0 60.0 " 4 0 58 5 

ORO 1 Q 0 09 1 6.00 9 « 89 - © 
ORE i D 05.0 9 0 61.0 60.0 8.00 40 958 g 
' D 5 ‘ 5 61.0 9.00 4 6 8.6 0 

6 9.9 0 0.0 61.0 60.0 0 4 . - “ 
’ 0 61.0 61.0 8.00 - 0 0 
8.0 6.6 6.0 61.0 61.0 8.50 4 ‘ - 08 
OLDSMO 88 0 6.0 6.0 6.50 9 ‘ 66 0 0 
MO 09 0.0 : 8.0 60.9 9.6 00 
0 8 0 O06 5.0 6.50 69 5 8 
’ 0.0 9 9.0 ; F 8.00 4 6.0 46.0 9 8.8 
0 Q g 0 7 8.00 4 6.0 6.6 89 g 
' | R9 7 68 6.00 5.0 0 800 
D0 99.0 5 6.9 0 5 9 8.00 9.8 0 6.0 0 
‘AN 7 0.0 6 00.0 6 0 6.00 6.0 0 0 
89.9 08.0 9 0 ; 6.0 0 
9.9 08.0 - 8.0 6.50 5 g 5.0 0 
04.0 0 6.6 6.70 7 0 . 0 
; 0 f - 08 4 6.6 6.50 : 966 
9.0 4 - 0 4 5.6 6.50 - 9.0 000 





1961 BODY & CHASSIS DIMENSIONS 
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AXLE RATIOS 
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BUICK Le Sabre (standard V-8 250 @ 4400 384 @ 2400 4.13 x 3.40 10.25 1 *+- o-- 
Le Sabre (optional) V-8 235 @ 4400 375 @ 2400 4.13 x 3.40 9.0 1 +--+ ++. 
Le Sabre (optional) V-8 300 4400 405 @ 2800 4.13 x 3.40 10.25 1 “-- o-- 
Invicta, Electra, Electra 225 V-8 325 @ 4400 445 2800 4.19 x 3.64 10.25 1 -- --- 
CADILLAC 60, 62 & 75 V-8 325 @ 4800 430 @ 3100 4.00 x 3.875 10.5 1 --- 3.21, 3.77 
CHEVROLET Six 6 135 @ 4000 217 @ 2000 3.56 x 3.94 8.25 1 3.36 3.55, 3.70 
170 V-8 170 @ 4200 275 2200 3.87 x 3.00 8.5 1 3.36 3.70 
230 V-8 230 @ 4800 300 @ 3000 3.87 x 3.00 9.5 1 3.36 3.70 
250 V-8 250 @ 4400 355 @ 2800 4.12 x 3.25 9.5 1 3.36 3.08 
280 V-8 280 @ 4800 355 @ 3200 4.12 x 3.25 9.5 3 3.36 ee 
305 V-8 305 5200 355 3400 4.12 x 3.25 9.5 1 3.36 cre 
340 V-8 340 5800 362 3600 4.12 x 3.25 11.25 1 3.70 o-- 
350 V-8 350 6000 ) 3600 4.12 x 3.25 11.25 3 3.70 *-- 
360 V-8 360 5800 409 3600 4.31 x 3.50 11.25 1 3.36 3.70, 4.11, 4.56 
CHEVROLET CORVETTE 230 V-8 230 @ 4800 300 @ 3000 3.87 x 3.00 9.5 1 3.36 3.70, 4.11, 4.56 
245 V-8 245 @ 5000 300 @ 3800 3.87 x 3.00 9.5 2 3.36 3.70, 4.11, 4.56 
270 V-8 270 6000 285 @ 4200 3.87 x 3.00 9.5 2 3.36 3.70, 4.11, 4.56 
275 V-8 275 5200 305 @ 4400 3.87 x 3.00 11.0 3.36 3.70, 4.11, 4.56 
315 V-8 315 @ 6200 295 @ 5100 3.87 x 3.00 11.0 3.36 3.70, 4.11, 4.56 
CHRYSLER Newport V-8 265 @ 4400 380 @ 2400 4.12 x 3.38 9.0 1 3.58 o-- 
Windsor V-8 305 @ 4600 410 @ 2400 4.25 x 3.38 10.0 1 3.58 o-- 
New Yorker V-8 350 @ 4600 470 @ 2800 4.18 x 3.75 10.1 1 --- “-- 
300-6 V-8 375 @ 5000 495 @ 2800 4.18 x 3.75 10.1 2 3.23 “+: 
DODGE Polara V-8 V-8 265 @ 4400 380 @ 2400 4.12 x 3.38 9.0 1 3.23 3.23 
D-500 V-8 325 4600 425 @ 2800 4.25 x 3.38 10.0 1 3.23 eee ( ; } 
D-500 w/Ram Induction _V-8 330 @ 4800 460 @ 2800 4.25 x 3.38 10.0 2 3.23 --: 
DODGE DART Six 6 145 @ 4000 215 @ 2800 3.40 x 4.125 8.2 1 3.54 3.58 tl 
S V-8 230 @ 4400 340 @ 2400 3.91 x 3.31 9.0 1 3.5 3.31 
V-8 Power Pack V-8 260 @ 4400 345 @ 2800 3.91 x 3.31 9.0 1 oe ces — 
D-500 V-8 305 @ 4800 395 @ 3000 4.12 x 3.38 9.0 1 NA e+: 
Police Special V-8 325 4600 425 2800 4.25 x 3.38 10.0 1 3.23 eee 2 a 
D-500 w/Ram Induction V-8 330 @ 4800 460 @ 2800 4.25 x 3.38 10.0 2 3.23 ose 
FORD Six 6 135 @ 4000 200 @ 2000 3.62 x 3.60 8.4 1 3.56 3.89 <i 
292 +V-8 175 @ 4200 279 @ 2200 3.75 x 3.30 8.8 1 3.56 3.89 
352. V-8 220 @ 4400 336 @ 2400 4.00 x 3.50 8.9 1 3.56 3.56 | | | 
390 Special V-8 300 @ 4600 427 @ 2800 4.05 x 3.78 9.6 1 3.56 3.56 
390 Police Special V-8 330 @ 5000 427 @ 3200 4.05 x 3.78 9.6 1 3.5 3.89 f *) 
390 Super V-8 375 @ 6000 430 @ 3400 4.05 x 3.78 10.6 1 3.56 3.89 
FORD THUNDERBIRD V-8 300 @ 4600 427 @ 2800 4.05 x 3.78 9.6 1 oes aoe 
IMPERIAL V-8 350 @ 4600 470 @ 2800 4.18 x 3.75 10.1 1 --- +: 
LINCOLN CONTINENTAL V-8 300 @ 4100 465 @ 2000 4.30 x 3.70 10.0 1 --- = ore) 
MERCURY Six 6 135 @ 4000 200 @ 2000 3.62 x 3.60 8.4 1 3.56 3.89 
292 V-8 175 @ 4200 279 @ 2200 3.75 x 3.30 8. 1 3.56 3.89 
352 V-8 220 @ 4400 336 @ 2400 4.00 x 8.8 1 3.56 3.89 Ey) 
390 V-8 300 @ 4600 427 @ 2800 4.05 x 3.78 9.6 1 3.56 3.89 
OLDSMOBILE Dynamic 88 V-8 250 @ 4400 405 @ 2400 4.13 x 3.69 8.8 3.42 “-- | | ] 
Super 88.98 V-8 325 @ 4600 435 @ 2800 4.13 x 3.69 10.0 3.42 -- 
Starfire V-8 330 @ 4600 440 @ 2800 4.13 x 3.69 10.25 --- --- i 
PLYMOUTH Six 6 145 @ 4000 215 @ 2800 3.40 x 4.125 8.2 1 3.54 oe 
Fury V-8 230 @ 4400 340 @ 2400 3.91 x 3.31 9.0 1 3.58 ee — 
Super Fury V-8 260 @ 4400 345 @ 2800 3.91 x 3.31 9.0 1 3.58 oe 
Golden Commando V-8 305 @ 4800 395 @ 3300 4.12 x 3.38 9.0 1 3.31 --- ( } 
Sonoramic Commando V-8 330 @ 4800 460 @ 2800 4.25 x 3.38 10.0 2 3.31 --- 
PONTIAC Catalina, Ventura, Star Chief V-8 215 @ 3600 390 @ 2000 4.06 x 3.75 8.6 1 3.23 .08, 3.42 7 
Bonneville (optional other series) V-8 235 @ 3600 402 @ 2000 4.06 x 3.75 8.6 1 3.23 -08, 3.42 
Catalina, Ventura w/Hydramatic V-8 267 @ 4200 405 @ 2400 4.06 x 3.75 10.25 1 o26 2.56, 2.69 | l | 
Catalina, Ventura w/Hydramatic (opt) V-8 287 @ 4400 417 @ 2400 4.06 x 3.75 10.25 1 *e- 3.08, 2.96 
Star Chief w/Hydramatic V-8 283 @ 4400 413 @ 2800 4.06 x 3.75 10.25 1 +- 69, 3.08 
Bonneville w/Hydramatic V-8 303 @ 4600 425 @ 2800 4.06 x 3.75 10.25 1 --- .69, 3.08 
All series w/Hydramatic (optional) V-8 230 @ 4000 380 @ 2000 4.06 x 3.75 8.6 1 --- “++ | oe! 
All series (optional V-8 318 @ 4600 430 @ 3200 4.06 x 3.75 10.75 3 3.23 2.56, 2.69, 3.08, 3.42 
All series (optional) V-8 333@4800 425 @ 2800 4.06x3.75 10.75 1 3.42 3.64 ‘<e) 
All series (optional) V-8 348 @ 4800 430 @ 3200 4.06 x 3.75 10.75 3 3.42 3.64 
RAMBLER Ambassador V-8 250@4700 340 @ 2600 4.00 x 3.25 8.7 1 “3.54 3.15, 4.10 ‘@>) 
Ambassador Power Pack V-8 270 @ 4700 360 @ 2600 4.00 x 3.25 9.7 1 3.54 2.87, 4.10 
STUDEBAKER Hawk V-8 V-8 210 @ 4500 300 @ 2800 3.60 x 3.60 8.8 1 3.31 3.54 t 1 
Hawk V-8 Power Pack V-8 225 @ 4500 305 @ 3000 3.60 x 3.60 8.8 1 3.31 3.54 
BUICK SPECIAL V-8 155 @ 4600 220 @ 2400 3.50 x 2.80 8 1 3.36 oe s 
Special V-8 185 @ 4800 230 @ 3200 3.50 x 2.80 10.25 1 3.36 eee 
CHEVROLET CORVAIR Turbo-Air 6 80 @ 4400 128 @ 2300 3.44 x 2.60 8.0 2 3.27 3.55, 3.89 
Super Turbo-Air 6 98 @ 4600 132 @ 2800 3.44 x 2.60 8.0 2 3.27 3.55, 3.89 
COMET 144 6 85 @ 4200 134 @ 2000 3.50 x 2.50 8.7 1 3.50 3.23, 3.90 
170 6 101 @ 4400 156 @ 2400 3.50 x 2.94 8.7 1 3.20 3.23, 3.90 
DODGE LANCER 170 6 101 @ 4400 155 2400 3.40 x 3.125 8.2 1 3.55 coe 
225 6 145 4000 215 @ 2800 3.40 x 4.125 8.2 1 3.55 ++: 
FORD FALCON 144 6 85 @ 4200 134 @ 2000 3.50 x 2.50 8.7 1 3.10 eee 
170 6 101 @ 4400 156 @ 2400 3.50 x 2.94 8.7 1 3.20 +-- 
OLDSMOBILE F-85 V-8 155 @ 4800 210 @ 3200 3.50 x 2.80 8.8 1 3.07 eee 
F-85 V-8 185 @ 4800 230 @ 3200 3.50 x 2.80 10.25 1 3.36 +++ 
PLYMOUTH VALIANT 6 101 @ 4400 155 @ 2400 3.40 x 3.125 8.2 1 3.55 3.23, 3.91 
PONTIAC TEMPEST 4 110 @ 3800 190 @ 2000 4.06 x 3.75 8.6 1 3.55 3.31, 3.73 
Tempest w/Hydramatic 4 130 @ 4400 195 @ 2200 4.06 x 3.75 8.6 1 ++: 55 
Tempest Premium Fuel 4 120 @ 3800 202 @ 2000 4.06 x 3.75 10.25 1 3.31 3.55 
Tempest Premium Fuel w/Hydramatic 4 140 @ 4400 207 @ 2200 4.06 x 3.75 10.25 1 oe. 3.55 
Tempest w/4-bbi 4 155 @ 4800 215 @ 2800 4.06 x 3.75 10.25 1 oe 3.08, 3.73 
Tempest V-8 _V-8 155 @ 4600 220 @ 2400 3.50 x 2.80 8.8 1 +++ 3.08, 3.73 
RAMBLER AMERICAN Deluxe, Super 6 90 @ 3800 160 @ 1600 3.13 x 4.25 8.0 1 3.31 3.78, 4.11 
AMERICAN custom 6 125 @ 4200 180 @ 1600 3.13 x 4.25 8.7 1 3.31 3. 
CLASSIC Six 6 127 @ 4200 180 @ 1600 3.13 x 4.25 8.7 1 3.78 11, 4.38 
CLASSIC Six Power Pack 6 138 @ 4500 185 1800 3.13 x 4.25 8.7 1 3.78 11, 4.38 
LASSIC V-8 V-8 200 @ 4900 245 @ 2500 3.50 x 3.25 8.7 1 4.10 -55, 4.44 
CLASSIC V-8 Power Pack V-8 215 @ 4900 260 @ 2500 3.50 x 3.25 8.7 1 4.10 55, 4.44 
STUDEBAKER LARK Six 6 112 @ 4500 154 @ 2000 3.00 x 4.00 8.5 1 3.73 4.10, 4.56 
LARK V-8 V-8 180 4500 260 2800 3.60 x 3.25 8.8 1 3.07 -31, 3.54 
LARK V-8 Power Pack V-8 195 @ 4500 265 @ 3000 3.60 x 3.25 8.8 1 3.07 .31, 3.54 
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The Complete 
How-To-Do-It 
Library 


For the Beginner and for the ex- 
perienced Craftsman — the SPOT- 
LITE BOOK LIBRARY will include 
all hobbies, both indoor and out- 
door — from Stamp, Coin and Rock 
Collecting to Customizing your Car 
— you'll find a SPOTLITE BOOK de- 


signed for you. 


START YOUR 
HOW-TO-DO-IT LIBRARY 
WITH THE FIRST FOUR 


SPOTLITE BOOKS! 
only 25c each 


AT YOUR NEWSSTAND 


¢ No. 505 HANDGUNS AFIELD 

¢ No. 506 CUSTOM CAR GRILLES 

¢ No. 507 'TEEN HAIR STYLES & MAKE UP 
¢ No. 508 MODEL CARS 


Some 





SPOTLITE BOOKS, 5916 Hollywood Boulevard, Los Angeles 28, California 
Published by PETERSEN PUBLISHING CO. 








80 MOTOR TREND/JULY 1961 


SELL ‘N’ SWAP 


Requirements are: copy limit of 25 words 
(not including name and address); Ist come, 
lst served; we reserve the right to edit where 
necessary; we are not responsible for accuracy 
of description, although we will reject any mis- 
leading statements. This service is not open to 
commercial advertisers. No ads will be accepted 
if payment is not made in advance. Only one 
CAR may be listed in any single Sell ’N’ Swap 
insertion. This limitation will not apply to 
parts, catalogs, etc. The charge is $4 per in- 
sertion. If your car is unusual and you have a 
photo of it suitable for publication, you may 
submit it with your ad. If we decide to print 
it there’s no cost to you for the cut, but we'll 
have to decide which photos to use. Sorry, no 
photos can be returned—Editor 











SELL 


*47 LINCOLN CONTINENTAL, with Cadillac 
powerplant & Lincoln transmission with o.d. 
Completely rebuilt, from kingpins to new sad- 
die-tan naugahyde interior. ark IV air con- 
ditioning. Over $9000 invested. Only cash offers 
considered. F. R. Benton, Suite 248-50 Insur- 
jee Exch. Bidg., Sioux City, Iowa. 

7 REO \-ton ‘stake- body truck. Perfectly re- 
ith. pa = new. With new trailer, $2500 
firm. George McLean, 511 E. Colfax, South 


Bend, Ind. 

'27 WOLVERINE soft-top cpe., with rumble- 
seat. Body perf.; needs paint & top re-covered. 
$250. J. H. Hardesty, Re. 1 Box 75, Lathrop, 


Calif. 
°56 STUDEBAKER Golden Hawk in mint cond. 
Air conditioned, r & h, Ultramatic, power 
steering. Beautiful 2-tone blue — fast, clean & 
er: Bill Snodgrass, 507 . Denton, Ennis, 
ex. 
*33 GRAHAM 4-dr sed., with sidemounts & 
luggage rack. New rings, valves, door glass. 
Easily restorable. Drive anywhere — '61 plates 
En — Bill Snodgrass, 507 W. Denton, 
"56 ITALIA spt. Sy: custom-built by ‘“Tour- 
ing.’ All-alum. b with ‘58 Corvette engine, 





4-speed transmission, 30-gal. gas tank. Air con- 
—_— Mech. perf. Jimmy D. Jung, 441 Ber- 
ard St., Los Angeles 12, Calif. 
37 1 LINCOLN 12-cyl. 4-dr. sed., with semi- 
collapsible top. Body, uph. & chassis in perf. 
cond.; engine in good cond. Recently equipped 
with 4 new premium ww’s, tubes, battery & 
electric fuel pump. Chauffeur-driven; best of 
care. $1200. J. R. Flournoy, Flournoy Flying 
Service, en Airport, Wichita, Kan. 
*53 ALLAR 3 conv. rdstr. with de Dion 
suspension. Modified for Chrysler or Cadillac. 
Never registered or raced; in storage since 
imported. Pix on request. Robert E. Leveille, 
Russellville Rd., Southampton, Mass. Phone 
Easthampton 1995. 
°60 PLYMOUTH 2-dr. hdtp. Sonoramic ram- 
tube engine, we -duty Torqueflite — all fac- 
tory-installed. R & h, power steering & beakes, 
air-conditioned. Perf.; never raced. $2500. Ed- 
ward M. NJ Phe Apt. 2006, 381 Broad St., oa 
ark 4, hone HUmboldt 3-3976. 
57 STUBEBA AKER Golden Hawk. Exc. cond., 
orig.; 33,000 mi. Gold with white trim; loaded 
with superchar er, twin traction, etc. $1750. 
Raymond R. llers, P.O. Box 137, Upper 
Gulph Rd., Radnor, Pa. 
°$6 PACKARD Caribbean conv. with stick- 
shift. Completely Sg ay engine, 
top & paint. $3000. Edwin G. Barrese, 
Box 76, Somerville, Mass. 
°38 BUICK cpe. Metallic gray; completely orig., 
in exc. shape thruout. & h. A practical as 
well as unique automobile. $300. Donald Had 
don, 3504 Washington, Racine, Wis. Phone 
MElrose 4-5967. 
‘29 HUDSON gy os big 4-dr. sed., with dual 
cpoeuets, Exc y & chrome, average u ~ 
Mec ye unusual orig. engine with 50, 
mi. "5385, aoe Meaenees 807 20th St., oe 
City 4, lowa. Phone 8-4610. 
60 MERCEDES- BENZ 220-SE. Maroon & 
white 2-tone, white leather interior; 9000 mi. 
$4500. Evelyn Nw We Apt. 3% 2500 Wis- 
consin Ave. ashington 7, D. C. 
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ELECTRIC CAR with fiberglass body. 1 motor 
to each rear wheel — excellent performance. 
Also: body molds, 2 cars partially assembled & 
spare parts. Total price — $4000. E. H. Talia- 
ferro, 2849 Qualtrough Rd., San <r 6, Calif. 


CADILLAC V-16 E GINE, clutch & transmis- 
sion. Runs good; only 58,000 actual mi. Also a 
few other parts. $1000 or best offer. Ronald 
ey 5 ame t. 1, Lancaster, Mo. Phone GL 
KAISERS — °51 2-dr. with stick shift, "52 4-dr. 
with automatic shift. Also 2 ‘51 Kaisers for 
parts. Make offer. H. A. Wingate, Rt. 4, Box 
264, Troy, Ala. 
"35 LAFAYETTE 4-dr. trunk sed. All orig.; fine 
shape — recently repainted, new_ clutch, etc. 
Used regularly; 24,000 orig. mi. Radio works; 
tools, manual. ‘Askin $450. R. Lambrecht, 334 
Richlandtown Pike, Quakertown, Pa. 
*30 ROLLS-ROYCE Phantom II GN-50, with 
Barker body. New engine at factory in 
Tuscon red & black, with sterling silver trim — 
fabulous! $4500. John J. Schaler III, 2000 N. 
Meridian St., Indianapolis, Ind. 
’41 PACKARD 160 4-dr. sed. Model 1904 — 
8 cyl., long wheelbase, 6 wheels, sidemounts, 
standard transmission. R & h. Exc. mechanically 
Fs camnees W. Plain, 914 E. Edison, Tucson, 
CAR & TRUCK pamphlets, Motor Trend, Hot 
Rod, Sports Cars Illustrated magazines — com- 
lete issues. $15 C.O.D., plus postage. Charles 
Moeller, Fountain Square Inn, Sussex, N. J. 
38 LA SALLE c cpe. with opera seats. Exc. cond.; 
rebuilt engine — will go anywhere. Orig. paint: 
extra tires. Restoration can be completed for 
aoe $300. Price, $1000. David L. McCann, 
. Millersville, Pa. 
GENUI NE “SEE-RITE” sidemount tire mirrors. 
Brand new — complete with heavy cast-brass 
bases for strap mounting. Triple chrome-plated 
over brass & nickel; highly polished. Special 
sets available for popular classics. State make 
of car & type wheels, $45 pr., less straps, pre- 
paid & insured. A Ward Shanen, 2444 §. Ork- 
ney St., Philadelphia 48, Pa. 
DENMAN “HA DCRAFTED” rayon & nylon 
custom-built “‘classic tires’ now available for all 
antique, vintage, veteran, classic & special-in- 
terest cars. All sizes, from 4.40/4 50 x 21 to 
7.00 x 21 wide white walls. 50c for complete 
listings & descriptive literature. A. ard 
Shanen, 2444 S. Orkney St., Philadelphia 48, 


Pa. 
TRIPPE SENIOR safety oes lights, 8'14-in. 
dia; 6- & 12-volt types available. Brand-new 
in orig. boxes. Come complete with all wirin 
brackets, fittings & 2 Gulmite wrenches. $ 3 
= ‘ Fe a:~! — & insured. A Ward Shanen, 
2444 §. Orkney St., Philadelphia 48, Pa. 
CLASSIC ILLUSTR ae ay pa 29 Ruxton. Black 
on quality ivory stock. 9” x — suitable for 
framing. Ist of series. Send $1 cash or money 
order. John Scoby, a” Charlesworth Ave., 
North Hollywood, 
MOTOR (N.Y.) Sow eg Show Issues 1926-'43, 
classic automobile catalogs, manuals, data books. 
Over 1000 items in stock. Complete listing 35c. 
ssidee Lewis, 61-33 213th St., Bayside, 


"35 ‘CHRYSLER Airflow 4-dr. sed. in good con. 





tte: aioe. Box 496, Hays, Kan. 
PHOTOS of rare classic & 
custom pny 1925. ’45. 40c ea. Write for list. 
J. A. Sural, Hanau/Main, Post Box 767, West 


German 

COLLECTORS ...Automobile ink drawings. 
Cars of the ‘20's, Set 2: '20 McFarlan, ’22 
Essex, ’23 Stutz, ‘24 Heine Velox, ‘27 Ford, 
*29 Duesenberg. 812” x 11” quality paper stock 
for mounting or framing for den or recreation 
room. All 6 for $2. Watch for Set 3. Cole-Cars, 
243 S. Whiteoak St., Apt. C. Kutztown, Pa. 
AUTO HOBBIES: toaiees photos, manuals, 
all years; monthly bulletin with literature ex- 
change. egg age hobby assoc. Free info. Auto 
Enthusiasts, x 451-D, Mount Clemens, Mich. 
SAFETY BELTS & goggies — new — Air Force 
surplus. Safety belt 3-in. B-11; quick-release 
buckle — $5.95 Goggles M- 1944, individually 


ply tires; driven daily. Best offer. 
Charles Pa ‘a 


boxed, rubber frame, wide-view clear-view lens; 
referred so all racing gree, iil Loo. Tae 
armelin, 7605 Essex, Chi 
"36-37 CORD SERVICE SOLLETINS. Over 
200 pages, incl. comet, parts list. $15. Nor- 
man M. 10824 W. Estates Dr., Cuper- 
tino, Cali 
CLASSIC rs ANTIQUE CAR Sales Catalogs: Pac- 
kard, Chrysler, Lincoln, Cadillac, Pierce-Arrow, 
Buick, Ford (Model A & later), Orphan & 
Foreign cars; minimum $5 ea. Also MoToR 
(N.Y.) Annual Numbers. Details for large, 
~~ h addressed envelope. No parts for cars. 
- my Twohy, 400 N. Kenmore, Los Angeles 
1 
TUCKER AUTOMOBILE factory folders, test 
by Tom McCahill, history of the car, sales 
sheets, newspaper ads, etc. Package mailed any- 
where for — a Jerry Moore, Box 10574, 
Riviera Beach 
AUTOMOBILE LITERATURE—Sales catalogs, 
instruction books, many makes °37 thru 
some postwar catalogs; Motor magazines '32 
thru '47. Catalogs $2 & up. Send 10c for lists. 
Morton Weisbord, 10151 Babbitt Ave., North- 
ridge, Calif. 
MOTORBOOKS — British, French, German, 
Italian & American car handbooks & shop man- 
uals; books on maintenance, repair, tuning, 
racing, rallies, antiques, classics. Catalog (500 
items) 25c. Grays (Dept MT), Mail Order 
Motor Booksellers, Hurstpierpoint, Sussex, Eng- 


land. 

*48 LINCOLN CONTINENTAL hdtp. New 
Olds engine, 14 coats hand-rubbed lacquer, new 
leather interior — everything else 100% orig. 
& restored. Prize-winning show car cond.; ev- 
erything functions perfectly. $3500. Stan Glazer, 
#9 Kansas Ave., Kansas City, Kan. Phone 
MA 1-4455. 


SELL OR SWAP 
59 LANCIA AURELIA 2500 GT conv. with 
hard top, roll-up windows. White paint, black 
tops, gold leather interior. Stick shift, r & h. 
Exc. cond.; 17,000 mi. $3200 or Cadillac trade. 
Arthur Rubin, 1329 E. 23rd St., Brooklyn 10, 
N.Y. Phone DE 8-4381. 
°32 ROLLS-ROYCE Phantom II left-hand-drive 
limousine. Engine o’hauled (new rings, pistons, 
ints); new aint, tires, carpet. $3150 or 
olvo & cash. Pix on serious request. Richard 


Baker, 614 Fisk Ave., Moberly, Mo. 
°34 BUGATTI Type 57 cabriolet Stelvio. Dark 
green, with black conv. top, silver wheels. Un- 





restored, but good orig. cond. $2200 — might 
accept modern sports car in trade. Donald R. 
Peterson, 112 Lawn Terrace, Minneapolis 16, 
Minn. Phone LI 5-4451 
*53 JAGUAR Mark VII sed. Dark gray, with 
red leather. Radio, new tires & muffler; exc. 
cond. $790; trade if necessary. A. D. Duff, 102 
Townsend Rd., Newark, Del. Ph. EN 8-5131. 
40 BUICK sed. — $250. ’51 Crosley station 
wagon — $175. Both inspected; mech_ perf. 
Crosley needs paint. Will accept old a 
Arrow or late station wagon trade. philip Y 
Campiglia, 50-36 101st St., Corona 68, L. 7. 


WANTED 
FOLLOWING CARS: Alco, Simplex, Apperson 
— pre-1912; Atlas, Bugatti, Royal, Doble, Fox, 
Maxwell, Briscoe — 1904; Mason, Monroe & 
other interesting classics & antiques. Edward 
A Catlett, Harrah’s Garage, 232 Lake St., 


Reno, Nev. 

*54 WILLYS Aero, 6-226 Series service man- 
uals for wer steering & Hydramatic trans- 
mission. Prefer to purchase; however, will rent 
for reproduction. Also service bulletins for pas- 
senger car. Floyd G. Wise, P.O. Box 387, 
Wilbur, Wash. 

SUBSCRIBERS for The Helper, a monthly 
publication for antique & classic car enthusi- 
asts. $2 per yr., 3rd class mail; $3 per yr. Ist 
class or Canada. Send name & address for free 
som ~ copy. The Helper, Box 315, Florissant 


OUILTEP PLASTIC seat cover trim material 
— diamond pattern, glossy finish. oe red, 
blue, yellow, green. Manufactured 1950-'55. 
Send sample. ie oe no object. Philip 
W. Yunker, R. 1, Box 42, Aberdeen, Md. 

SCRIPT MOTOMETERS, radiator ornaments 
(mascots), fancy radiator caps, old auto cata- 
logs, MoToR Annual Show Issues, manuals & 
dealers’ books. Top prices paid. or J. 
Lewis, 61-33 213th St., Bayside, L.I., N.Y 
ORIGINAL automobile owners instruction 
books, sales catalogs, sho op manuals — any make 
1900-'25, classics °25-35. Also ALAM, ABT, 
NACC Handbooks. Prices & details in 1st letter, 
aoe. R. Pierce, 3517 Dollar Dr., Akron 19, 

io. 
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BRAKE EQUALIZER 


xe “yo = 
Sanelizes = action by regulating 


* insures ae Straighter s 
inates wheel itteheg satdding! a 


% Increases brake efficiency and 
stopping di: ~ sas resuces 


% Increases life 
tires, reduces costly” i” poe - 


%* Simple to install on all 
sept ony cars, regular or 


onLy $995 
MONEY BACK GUARANTEE write tor tree literature. 
INSTALL DO-MOR TODAY...IT MAY SAVE YOUR LIFE! 


DO-MOR BRAKE ENGINEERING CO. 


Dept. (UGI . P:0. Box 266, Orange 3, Calif 





Restore nu-life and color to faded, soiled car, 
plane or boat upholstery! Seats, headliners, 
sidepanels, convertible tops, cloth rugs and 
rubber floor mats will have that original look 
again. Easily capet brush or spray. Won't 
chip or peel. proof. You can change color 
too! THE ONLY PRODUCT OF ITS KIND 
AWARDED THE MOTOR TREND SEAL OF AP- 
PROVAL. Write for free information, color chart 
and dealer location. 


RAMCOTE PRODUCTS °°)": imag 


Loosens Rusted Bolts 


nuts, screws, ‘‘frozen’’ ports! 


LIQUID 
WRENCH 


SUPER-PENETRANT 


The super-penetrating rust 
solvent that quickly loosens 
rust and corrosion. 
; AT ALL HARDWARE 

j AND AUTO STORES 
enna RADIATOR SPECIALTY COMPANY 



















SCAVENGER PIPES *em au cass 
LATEST CALIFORNIA CUSTOMIZING IDEA 
(A) 4 'venturi-type ends SCAVENGE exhaust 
é wietiy: 1) lnstatieg straight Tea Geos ede os 
eliminate wu: : 









YOU WEED SEND ONLY 20%, 
Calif. r ints add 4% 
looks to your car 
sounding throaty rumpbie to 
your exhaust. Specify 134” 
a. 4 ft. long 


oI 


VE INDUSTRIES 
eee 


é Each—$3.95. Shorty— 
Catalog FREE with order 
etherwise send only 25¢ 5005 E. Beverly Bivd., Dept. R , Los Angeles 22, Cal. 
MORE HORSEPOWER FOR YOUR COVAIR 
Pick your performance — drags, street, track. Com- 
plete blueprints and instructions show you how to 
rework cylinder heads, carburetion and exhaust for 
up to 200 proven horsepower. Or let us do the 
machine work. 

Blueprints — $5.00 — refundable if we work on your 
heads. For prints or information: 

Write BILL THOMAS, Dept. MT-30 

P.O. Box 4127, Catalina Station, Pasadena, Calif. 


Coming Next Month 


FORECAST from DETROIT 
M.T. LOOKS AT THE FUTURE 
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removes grease like 
no detergent can! 


Cleans power mowers, en- 
gines, garage floors, kitchen 
walls, ovens, exhaust ducts, 


E ters, bar-b-q grills, machin- 
ery! At auto supply, farm, or 
hardware stores! 





REPAIR MOST EVERYTHING MADE OF METAL 
Home appli- 
ances, Auto 
parts, Farm- 
garden equip- 
ment, toys 
Make and re- 
pair play- 
round equip- 
ment, lawn 
chairs, tables 
or 

iron work, gates, wagons, etc. Solder, heat, 
straighten with terrific heat from are torch. Cut and weld 
up to 4” steel plate. A million uses fo te 
inventors, factories, ete. Works from any 

plug-in. Complete with dark welders mask, ; 
supply of welding and brazing rods. Solder, flux, and com- 
plete Welding Instruction Book. Attractive portable 
efficient 1 yr. guarantee. Wt. 4 Ibs. 


SEND ONLY $3. 00 ih, ck, mo) and pay post- 


(cas 
man ot 1.95 plus C.O.D. pstg 
on arrival or $14.95 for P. Paid Delivery. 
Ideal gift for pone BARS minded home owners, 
saetiven, friends 
oO ow for early delivery. Available only from: 


MIDWAY agiiacmeiane DMT-7 Ltr a oe 


FREE! New CATALOG 


SAVE UP TO 1/2 ON 


Auto Parts & Accessories 
JUST OUT—60,000 latest items to step up 
your car's Speed, Power, Mileage, Style! 
Newest Road Car, a Rod, Drag. 
Racing Parts. ALL F. US 
LOWEST PRICES Anywhere! Send 25c for 
mailing. (Refund on first order.) 
DEALER DISCOUNTS! 
ENGINEERING CO 


DEPT 


MILFORD, PA. 


HANDSOME 
BINDER 
TODAY 


Motor Trend 
copies like 
new. In an 
amazingly 
short time 
you'll have 

a complete, 

fully illustrated 

Motor Trend 

library at your 
fingertips. 
Only $3.00 each 
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MT-761 | 


| MOTOR TREND BINDER 


5959 Hollywood Bivd., 1. A 28 | } 
Send me my Motor Trend binder today; $3 en 


closed in (check one) Cash [] Check [] Money 
j Order OO Im Canada—75¢ duty on delivery | 
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CAR CROSSWORD 


How is your knowledge of cars and the terms of the automotive world? 
Here is a unique way to test it. This exclusive MOTOR TREND automotive 
crossword puzzle has been created with the interests of our readers in 
mind. Naturally, not all of the words used will apply directly to cars, but 
a good acquaintance with the field should be the key to a quick solution 
of the puzzle. Correct answers will appear in next month’s MT. 


ACROSS 


1 Small Dodge 

5 De----- (pl) 

10 ----wolf 

14 Antique car 

15 Car's distinguishing characteristic 
16 Aluminum engine is good one 
17 Antique car 

19 Fender bump 

20 Ogle new car 

21 Cheating at rally 

22 Race card 

24 Foreign car (si) ----le 

25 Angers 

26 Ford compact 

29 Installing Mercury dash wires 
33 Where cars are displayed (pl) 
34 Where race drivers try to get 
35 Likewise not 

36 Makes roads bad 

37 Parallel to 

38 Where you are 

39 Precise point 

40 World War | planes 

41 Western hot rod 

42 One across was this (pl) 

44 Angled headlights 

45 Entice into race 

46 Memorize 

47 Valiant engine is this 

50 Turtle bird 

51 English drivers drink 

54 Two door hen house 

55 Buick has two (pl) 

58 Rodents 

59 Pickup camper 

60 Girl's name 

61 Scottish Gaelic 


Jugs 
63 Sheltered 


DOWN 


1 Distribute 

2 Sailors’ hello 

3 Food grain 

4 Also 

5 Hopped-up fireplaces 
6 Hot missiles do this 
7 Follow another car 
8 Engine blood 

9 Power often changes this ratio 
10 Imperial is this 

11 Delightful place 

12 Lease car 


13 
18 
23 
24 
25 


Uses gas 

Races 

Engine breather 

Lower ET 

Detroit cars (sl) 

Needed for aluminum engine 

Gallery 

Confused drag race 

Goad into corner 

Powerless powerplant 

Make Volvo 

Covet neighbor's Thunderbird 

Often red light 

Opening 

To make performance sharp 

Swapped ends on corner 

Bad loser 

7 seconds 0-60 mph 

Continental kits 

English compact 

Big cars need this to turn in 

Took small hill too fast 

Plots 

Small cars can turn on this 

Tales told after race 

Otherwise 

Associate Society Automotive 
Engineers (ab) 

At this time 

For amphibious cars 


LAST MONTH’S ANSWERS 
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A car almost impossible to criticize. 


These are the words Road @ Track uses to describe the new Peugeot 404. The 
magazine states that the 404 is “one of the best handling, most roadworthy 
compact sedans on the market.” Sports Cars Illustrated (now Car and Driver) 
predicts that the Peugeot 404’s body styling “will undoubtedly become a classic 
in the years to come.” “Happy American owners” according to Motor Trend 
“will testify that the 403 is one of the world’s most solid and dependable 


automobiles. ‘They are soon to be joined by a good-size crowd who will be 


drawn naturally to the 404.” Won’t you join them at your nearby dealer’s 
showroom soon? There are over 500 conveniently located Peugeot 39 5 fi 5 


dealers throughout the United States, Mexico and Canada, _ Swe! [ilredipned orice 





PRONOUNCED 
“POQJ-OH" 





For dealer list and brochure, write: Peugeot, Inc., 760 Third Ave., New York 17, N. Y. For overseas delivery see your dealer or write: Peugeot, Box 158, Long Isiand City, New York. 





UNLOCK A NEW WORLD OF FE f 


4 2 9 2: & 


Stolen from Research Library 
» PETERSEN PUBLISHING CO. * 


The secret? Flavor Seal—L*M’s special 
way of moisturizing tobacco to 
seal in natural tobacco freshness... 
natural tobacco goodness 


L‘M brings you more smoking 
pleasure—because its special 
Flavor Seal locks in the naturai 
freshness and flavor of fine 
tobacco. And you unlock it every 
time you light up an L*M! 


You get finer, smoother flavor. 
L*M burns slower, smokes cooler... 
never dries out your taste. You 

get the modern Miracle Tip... 

pure white, inside and out, for 

the cleanest, freshest taste 

possible. Start fresh—stay fresh 
with L*M. 


TRY FRESH-TASTING, BEST- TASTING: eM T TODAY 
©1961 Liggett & Myers Tobacco Co. —L&M IN PACK OR BOX 








